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The operation of the working of the New York and Erie 
Railroad for two years after the completion of a single track 
between the Hudson and Lake Erie, was necessary to place 
so extensive an enterprise, in that degree of order, which 
was necessary to develope its resources, and to establish its 
business connections. 

The termination of this second year's operations is deem- 
ed a fitting occasion for reviewing somewhat more at length 
than has been customary, the origin, progress, and prospects 
of the work. 

From a combination of causes, the New York and Erie 
Railroad is regarded with more general interest than any 
other private enterprise in the United States. 

Its great length, large expenditure, heavy debt, and its 
immense and rapidly increasing receipts have attracted the 
attention of the Statesmen, the Financiers, and the Mer- 
chants, not of this country alone, but of Europe, and it is 
almost universally conceded, that upon its ultimate success, 
the future prosecution of other great lines, and, to some ex- 
tent, the American system of Railroads, will materially 
depend. 

The large receipts from the business done during the past 
year, as well as the continued increase of that business 
year by year since the road was opened, in successive sections 
2 
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until if^ fidaT^teiLBion to Lake Erie, surprised the friends 
xij^.^ik, nearly as much as it did those who regarded 
i it 'with BO peraooal interest^ or who hiul formed unfavorable 
opinions respecting it. 

The general prosperity of the country during the last 
three years, has undoubtedly been one of the primary causes 
of the large revenues of nearly all of the completed lines of 
Railroad ; * but there is a combination of circumstances 
connected with this road, which does not exist in refer- 
ence to any of the other great lines, although some of the 
benefits arising therefrom are shared by one or more of 
those lines. 

It has no competitors, and especially no competing water 
lines, for the greater portion of its business : its resources 
are largely increased hj the contributions of many tributary 
roads, which, like the country it penetrates, have had no 
other direct outlet to market ; and it lies in the direct line 
of the greatest trade and travel which exist on the conti- 
nent, with its terminus at the focus of that trade. 

The Stock and Bondholders of this Company have at this 
time so large a pecuniary interest invested in the enter- 
prise, that it is deemed important to lay before them and 
the public a brief retrospect of the past history, the pre- 
sent condition, and the future prospects of the work. 

For convenience of reference, these subjects will be ex- 
amined imder the following general heads : — 

♦The following table of the comparative receipts on some of the principal 
lines of Raihroad for the month of September, 1862 and 1853, will serve to 
show the general increase of the business of the comitry : — 

The New York Central, in 1862, about $420,000 in 1863, $560000 
" Hudson River, 99,464 " 134*079 

" New York & Erie (increase 37 per cent.) 875, 176 " 612,634 
" Pennsylvania Central, 169,441 " 260036 

" Baltimore & Ohio, 192,626 " 271*029 

Increase, 38 per cent. 1,256,696 1,737,778 

" Michigan Central, 139,634 " 182^99 

Southern, 116,289 « 198^01 

Increase, 49 per cent. 264,923 " 381,000 



I. The history of the undertaking. 
II. A topographical description of the route and the 
obstacles which prevent the construction of com- 
peting lines. 

III. Its tributary roads and water lines within and be- 

yond this State. 

IV. The resources for business ; the trade of the West, 

and the portion of it due to the New York and 
Erie Bailroad, from its location and facilities. 
V. The character of the road as now constructed, and 

its cost. 
VI. An analysis of its present business. 
VII. A comparison of its business, revenue and expenses, 
with that of former years, and of other roads. 
VIII. The organization and management of the road. 
IX. Its financial condition. 
X. The probable future revenues and expenses. 



I. — ^THE HISTORY OF THE UNDERTAKING. 

The citizens of the Southern Tier of counties in this State 
. co-operated heartily with those of the Central counties m 
the construction of the Erie Canal. When that work was 
completed, (in 1824,) their attention was directed to the 
opening, from Lake Erie to New York, of some better 
thoroughfisure than the common roads of the country afford- 
ed to the Southern portions of the State. 

The rugged nature of the country rendered the construc- 
tion of a canal leading directly to New York impracticable ; 
but the State, soon after the completion of the Erie Canal, 
commenced the construction of the lateral canals, connect- 
ing with the interior lakes, which stretch from the Central 
to the Southern counties, and subsequently the Chenango 
and Gknesee Valley Canals ; the former of which extends 
from the Mohawk to the Susquehanna, and the latter nearly 
from Lake Ontario to the Allegany Kiver. 

In 1825, the Legislature directed a survey for a State.Road 
from Lake Erie to the Hudson River, through the Southern 



counties. Several conventions were held between 1826 
and 1830, for the discussion of the question — ^first, of a State 
Road, and subsequently of a Eailroad, through this district. 

Application was made to the Legislature of 1832 for a 
charter for a Railroad, which was granted, and the Act in- 
corporating the New York and Erie Railroad Company was 
pafised on the twenty-fourth of April of that year, with a 
capital of ten millions of dollars, with power to construct a 
single, double, or treble track from New York, or some eli- 
gible point in its vicinity, to Lake Erie. 

During the year 1832, De Witt Clinton, Jr., an Engineer 
in the employ of the General Government, made a survey 
of the proposed line of the Railroad, and Qopies of his maps, 
etc., were furnished to the Company. The Legislature, at its 
next session, amended the Act of 1832, by requiring a pre- 
liminary subscription of one million of dollars only, before 
commencing the work. In July, 1833, this amount of stock 
was subscribed, and in August the Company was organized, 
Eleazer Lord being elected the first President. 

The Legislature of 1834 appropriated fifteen thousand 
dollars for a survey of this Railroad, and under this Act, the 
Governor appointed Benjamin Wright as engineer, who made 
the necessary surveys, and submitted his map, estimates 
and report to the Legislature in 1835. 

The Company was re-organized in that year, and James 
G. King elected President. 

The books of subscription were again opened, and an 
amount subscribed, which, together with that previously 
made, amounted to $2,362,100. 

New surveys were made during the year 1835, and in 
November contracts were made for constructing forty miles 
of the road along the Delaware River. 

The great fire in the city of New York in December 1835, 
rendered many of the subscribers, (who were chiefly from that 
city,) unable to make further payments on their subscriptions 
of stock, and compelled the Company to suspend its operations. 

The Legislature of 1836 granted to the Company a loan 



of the credit of the State for three millions of dollars, but by 
the terms of the Act, it was unavailable during the financial 
embarassments of that and the following year. 

This Act was amended by the Legislature of 1836, and 
under its requirement, portions of the work were placed under 
contract, at each extremity of the road. 

During the years 1838 and 1839, the work was prose- 
cuted in Bockland and Orange counties, by the aid of local 
subscriptions. 

In 1840, Mr. Lord was again elected President, and in Feb- 
ruary of that year, the Susquehanna Division was put under 
contract, and subsequently the Western Division. The same 
year, the Legislature again amended the Loan Act, and 
in June of that year, the Company purchased the iron re- 
quired for the Eastern Division, on favorable terms. 

In 1841, James Bowen was elected President ; in 1842, 
William Maxwell ; and in 1843, Horatio Allen. 

In April 1842, the Company was compelled to place its 
affairs in the hands of Assignees ; but this assignment was 
subsequently pronounced invalid by the Supreme Court, and 
the Assignees re-conveyed the property to the Company. 

The Legislature of 1843 passed an Act, which was in- 
tended to release the State Ken on the road, but the object 
was not attained by this bill. 

In 1844, Mr. Lord was again chosen President, but soon 
afterwards resigned. The Board was subsequently re-organ- 
ized, and Benjamin Loder was chosen President, and con- 
tinued in that office until June, 1853, when he resigned, and 
Homer Ramsdell, the present incumbent, was elected. 

In 1845, the Legislature passed an Act releasing the State 
lien and authorizing the original subscribers to surrender 
two shares of the old stock, and receive a certificate of one 
share of the new. 

A new subscription of three millions of dollars to the Capi- 
tal Stock of the Company was obtained, and its affairs were 
placed in siich a condition, as to give assurance to the friends 
of the enterprise that a brighter day had dawned upon it. 



But vrUikt this period. may be regaided as an epoch in its 
history — a starting point ftom which the work moved forward 
without cessation until its final accomplishment — ^its pio* 
gress &r the first year was slow, and the financial difficulties 
which were encountered, were such, as at times, to tax the 
skill and energy of its managers to their utmost capacity. 

Up to this time, (1845) but little practically seems to 
have been accomplished ; that portion of the road extending 
fi-om Piermont to Middletown, a distance of fifty three miles 
only, having been brought into actual use, and seven miles 
of this distance, (from Goshen to Middletown,) having been 
built by an Association to whom the Company was still in- 
debted for its construction. The character of the work which 
was completed, was such as still to require a very heavy ex- 
penditure, to render it safe for the transaction of business. 

The question of location, West of the Shawangunk Sum- 
mit, was undetermined — Conmiissioners havii^ been appeint- 
ed by the State to determine the route to be adopted. The 
Company was therefore prevented from prosecuting the work 
beyond that point, until their decision was received. 

In October, 1846, the road was opened to Otisville, a dis- 
tance of sixty-one and a half miles from Piermont, and soon 
afterwards, (the Commissioners, having in the mean time, de- 
cided against the feasibility of the route through the interi<Mr of 
Sullivan county,) the Company located their Boad along the 
Delaware Valley, and placed that portion of it, extending 
from Otisville to Binghamton, a distance of one hundred 
and thirty-nine miles, under contract. From this time for- 
ward, the work was prosecuted with great vigor, and not- 
withstanding its very formidable character, being by fisir the 
heaviest and most expensive section on the whole road, it 
was completed and- opened to Delaware, during the season of 
1846, and to Binghamton, on the twenty-seventh of Decem- 
ber, 1848. 

In March, 1849, the Directors made their Report to the 
Stockholders, in which they state that there had be^i eX" 
pendedup to that time on account of the work, 99^802,433^ 



assiKD^g the amotmt on the fourteenth of May, 1845, (after 
the release of the State lien, and the consolidation of the 
Stock,) at $1,458,000. 

Prior to the date of this Eeport, a contract had been made 
for an extension of the Road to Ehnira, upon which pay- 
ments had been made in the securities of the Company. 
These pi^^ents are not included in the above statement. 

The Road was opened from Binghamton to Ow^o, 
twenty-two miles, in June, 1849 ; from Owego to Elmira, 
thirty-six and a-half miles, in October, 1849 ; and from El- 
mira to Coming, eighteen miles, on the first of January, 1850. 
The Newborg Branch (nineteen miles in length) was also 
opened in January 1850. 

An Address was presented, by the Directors, to the Stock- 
holders, on the first of February, 1850, from which it appears 
that there had been expended, up to that time, the sum of 
$14,428,891, in the completion of so much of the road as is 
above described. 

The Road was opened to Homellsville on the twenty- 
third of September, 1850, and to Dunkirk, on the fourteenth 
of May, 1851. 

^ But a short period had elapsed after the completion of the 
first track to Dunkirk, before it was ascertained that the 
rapid accumulation of business on the eastern end, required 
the &ci}ities of a second track. The Directors accordingly 
placed the worll of the second track under contract, on that 
part of the Eastern Division, extending from its junction 
with the Jersey Road at%j#sms, to Delaware, a distance of 
fifty-six miles, and also that part of the Delaware and Sus** 
quehanna Divisions, from Deposit to the junction with the 
Elmira and Canandaigua Railroad : All which has since been 
completed and brought into use, except thirteen miles 
between OtisviUe and Delaware, and fifteen miles between 
Deposit and Susquehanna^ both of which will be com^ 
pleted in January next. 

The saving of time which wojjdd be effected by sending 
thB passenger trains over the Ramapo^ Paterson and Jersey 
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City Railroads, induced the Company to enter into an ar- 
rangement with those Railroad Companies, to relay their 
tracks to the same width of gauge, as that of the New York 
and Erie. This was done on the Bead from Suffems to 
Paterson, and the wide cars commenced running thereon in 
October, 1852. 

The line between Paterson and Jersey City, was completed 
in the present month, and the trains now run without change 
of cars between Jersey City and Dunkirk. 

In this connection it is due, that proper homage should be 
rendered to those, whose sagacity originated the work, and 
who persevered through so many difficulties, in establishing 
this iron highway, between the Atlantic metropolis and the 
Valleys of the Lakes — a work greater in its extent and cost, 
than any other enterprise, which has been accomplished by 
any private Corporation, or by any Government in America, 
— exceeding, as it does, in these respects, even the Erie 
Canal, of which the Empire State is so justly proud. 

At the present period, marked as it is by the boldest pro- 
jects, and the immense expenditures for railroads, we can 
scarcely realise the difficulties, which were encountered 
during the progress of this work, from the hesitation which 
capitalists felt at making the large advances of money 
which were required to carry it forward. Experience has now 
demonstrated, that no more safe or profitable investment can 
be made in this country, than in a well located and well 
managed BaUroad. 

This Company struggled through ^Jeiiods that many other 
similar works sank under. Even the rich and powerfril State 
of New York, faltered in the completion of the enlargement 
of her great Canal, when two-thirds pf the expense had been 
incurred and remained unproductive, although having before 
her a well tried experiment, of the original work producing 
an annual return of over twenty-five per cent on its cost. 

Our own State, which should have extended her aid to a 
work, which has, next to the Erie Canal, done more than any 
other, towards developing her resources and enriching her 



citusens, has, during its progress, embarrassed the operations 
of this Company, by unnecessary legislation and interference 
with questions of locality and terminus, to an extent which 
has rendered valueless her stinted gratuity. 

A neighboring State, whose citizens have in like maimer 
been enriched by the construction of this Eoad, has exacted 
from the Company, onerous conditions and tribute. 



11. — TOPOaRAPHICAL DESCRIPTION OF THE ROUTE, AND THE 
OBSTACLES WHICH PREVENT THE CONSTRUCTION OF COM- 
PETING LINES. 

The New York and Erie Railroad extends from the Hud- 
son River to Lake Erie. 

Upon the former it has three termini.: — ^First, at Jersey 
City, opposite the City of New York ; second, at Piermont, 
where it is^also connected by a ferry of twenty-four miles 
. with New York ; and third, at Newburg, where it is con- 
nected by another ferry of sixty miles, with New York. 

The Western terminus of the main trunk line is at Dun- 
kirk, on Lake Erie, forty miles west of the City of Buffalo. 

Three tributary Roads have been built by iadependent 
Companies, northward from the main trunk, giving it a ter- 
minus by two of them at Buflfelo, and by the third at Tona- 
wanda, Niagara Falls, and the head of Lake Ontario. 

Two tributary Roads have been commenced, running from 
the western! part of the Road southward, — one extending to 
Pittsburg, the head of navigation on the Ohio, with lines 
of Roads leading to Cincinnati, Cleveland, e*b., and the other 
leading^ Erie, on Lake Brie, ninety miles west of Buffalo. 

Other tributary Roads intermediate,»running both north- 
ward and southward, are constructed or in progress, 
which will be alluded to in anoAjfr place. 

The New York and Erie Riilrbad passes fi^ the Valley 
of the Hudson River, over the dividing ridge between it and 
the Delaware at Otisville, an^ descends to the latter, very* 
near the comers of the -ttiree States of New York, New Jer- 
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flejr ttHd Peimsylvaiiia. It follows the Valley of the Dela- 
waife Birer to Deposity and crosses the dividing rat^e be- 
tween it and the Susquehanna, and descends to the latter at 
Lanesboro', and continues in the Valley of the Susquehanna 
and its tributaries, (the Chemung, Tioga and Canisteo,) to 
Homellsville ; thence it crosses to, and follows the Valley 
of the Genesee as far as Belvidere. 

From Belvidere, on the Gtenesee, it crosses to the Valley 
of the Allegany, and follows it, and one of its branches, the 
Little Valley, to Little Valley Station, whence it creases 
to Lake Erie. 

The summit of the Boad at the Shawangunk, is seventy- 
six miles from New York, and is 896 feet above the level of 
tide. 

The Boad enters the Valley of the Delaware, at eighty- 
eight miles from New York, and continues in it for ninety 
miles. Where it first strikes the Delaware, it is 436 feet above 
tide, and at Deposit it is 997 feet. At the summit, betweefu 
Deposit and Lanesboro', the Boad is 1,366 feet above tide, 
and where it strikes the Susquehanna it is 907 feet ; where it 
strikes the Chemung it is 806 feet, and at Homellsville, (one 
hundred and forty miles from Susquehanna,) it is 1,139 feet 
above tide. The simmiit between the Canisteo and Qenesee 
is 1,760 feet ; at PhilUpsville it is 1,369 feet ; and at Belvi- 
dere, thirty-eight miles from Homellsville, the Boad is 1,331 
feet above tide. 

The summit, between the Genesee and Allegany Bivers, 
is 1,677 feet, and at the latter, the Boad is 1,418 feet, 
above tide. The distance from Belvidere, to the Allegany is 
twenty-nine miles. The Boad follows in the Allegany and 
the Little Valley, for sixteen miles, to Bucktooth, which is 
forty-five miles from Dunkirk on Lake Erie. The summit, 
between Little Valley and the Lake, is 1,596 feet, and at 
the Lake, the Boad is 580 feet above tide. 

From the Hudson to the summit of the ShaWangunk, the 
land, thougjbt broken, is very fertile, and sustains a dense 
population. Along the Delaware tliver,^t is mountainous and 
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spansely settled^ but the lateral vallies aare productive, and 
extend to the fine dairy districts of Delaware and SuUiTan, 
which already supply the Eoad with a large and rapidly in- 
creasing trade and travel. 

Along the Susquehanna and its tributaries, the valleys are 
broad, and of such extraordinary fertility, that this seetion 
of the State, had attracted the earliest settlers t£ Western 
New York. In the Valley of the Allegany, and thence to 
the Lake, the country is rapidly being fiUed up with an en- 
ei^tic and thriving population. 

The Railroad occupies so much of the valleys of the De- 
laware, Susquehanna^ Genesee, and Allegany, as run East^ 
ward and Westward, and crosses the dividing ridge» at 
their lowest depressions. Both to the North and South, in- 
surmountable difficulties would have been encountered. 

On the North, the County of Orange is traversed North 
and South, by the Shawangunk mountanis, the Western 
slopes of which descend abruptly to the deep valley, occupied 
by the Delaware and Hudson Canal. From these streams 
the land rises suddenly, to the elevated portions of Sullivan 
and Ulster, which, as well as Delaware and Otsego Coun- 
ties are also broken by both branches of the Delaware Eiver, 
and by the Susquehanna, the Unadilla, and the Chenango. 
AU of these streams run North and South, while the general 
direction of the Erie Road is East and West. 

West orthese obstructions, the Cayuga, the Seneca, and 
several smaller lakes, also lie directly North and South, and 
stretch nearly to the Central Kne. 

On the South of this Road lie the high mountain ranges, in 
New Jersey and Pennsylvania, along the sides of the Dela- 
ware, between it and the Susquehanna, and West and 
South of the latter. 

No practicable route for a main trunk Railroad li^xists be- 
tween the New York Central and the New York and Erie ; 
and all of the Railroads, which have been either built or 
projected, have been parallel to, and between the obstruc- 
tions spoken of, and hai^thus neOessariljT become tribu- 
taries of these two roads. 
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No practicable route, South of the New York and Erie, 
can be found sufficiently near it, to divert any of its business. 



in. — THE LATEBAL THIBUTABY ROADS WITHIN THIS STATE, 
AKD THE CONNECTING BOADS AND WATEB UNE8 BEYOND 
THE WESTEBN TSBMINUS. 

The annexed table (A.) shows the lateral tributary roads, 
sixteen in number, of which seven are completed, making five 
hundred and thirty-four and a-half miles, at a cost of 
915,870,786, and which are estimated to receive an annual 
revenue of Jl,673,123, equal to $3,130 per mile. Five 
others, making four hundred and fifty miles, have been con- 
tracted for and commenced, at an estimated cost of fourteen 
miUions of dollars, and an annual levenue, when completed, 
of seventeen hundred thousand dollars. 

In addition to these, five roads are projected, and will 
without doubt soon be commenced, making four hundred 
and seventeen miles, at an estimated cost of fourteen mil- 
lions, with an annual revenue of nearly two millions of 
dollars. 

All of these roads, when completed, will make an aggre- 
gate length, of what may be strictly termed roads tributary 
to the Erie, of over one thomand milesy costing nea,iiy forty 
millions of dollars, and estimated to receive an annual re- 
venue of over four millions of dollars. These tributary 
roads, have each, one of their termini on the New York and 
Erie Railroad, and do not extend across it ; and they are, with 
two exceptions, of the same gauge as the Erie, which is the 
only broad gauge leading to New York. 

From an inspection of the accompanying map, it will be 
observed that all of these roads, except the three most 
easterly ones, converge from the North or South towards 
the Erie, and have no other outlet except it, and hence 
there can be no diversion of the aggregated business, which 
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they will throw upon it, except by the constraction of a road 
contiguous and parallel to it. This however is, as before 
stated, nearly or quite impracticable, from the nature of 
the ground on which it is laid, which occupies the whole 
of that portion of the valleys of the Ramapo, Delaware, 
Susquehanna, Oanisteo, Genesee, and Allegany, which run 
towards the City of New York, the adjacent country being 
broken ground, with a constant succession of very high sum- 
mits, deep valleys, or extensive lakes. 

These tributary roads penetrate both the anthracite and 
bituminous coal and iron regions of Pennsylvania, and by 
means of the main trunk and its branches northward, form 
the shortest and cheapest lines for distributing these minerals 
to the interior and western portions of the State, and to 
Lakes Erie and Ontario. 

Other Branches, as well as the Main Line, penetrate the 
valuable pine regions, of the tributaries of the Susquehanna, 
Genesee and Allegany, and form, either by the main trunk, 
or by the State Canals, which are intersected in foub places, 
the only outlet for this lumber to the New York market. 

The Branches northward, open into the richest agricultu- 
ral lands of Western New York, as those southward do, into 
the fine agricultural and mineral lands of Northern Pennsyl- 
vania. 

The districts of country thus penetrated, afford a variety 
of product, which is not found on any other road in the 
Union ; and this variety tends to equalize the freights in all 
seasons of the year, — ^thereby reducing the expenses of trans- 
portation in this branch of the business, very considerably 
below that which is incurred upon other roads, where a con- 
siderable portion of the freights are offered only at particular 
seasons of the year. 

These tributary roads have been constructed, by large 
contributions from those living along them, who are the most 
competent to form correct opinions of their value. 

That they wiQ generally prove remunerative, none will 
seriously question. The Erie Koad must receive the a^re- 
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gated hosiiiess of aJX these roads which it oan petfonn with- 
out fear of diversion or competition. In this iteipn alone, its 
Stockholders have a guaranty that they will receive an early 
and ample remuneration for their iavestment. 

This Company has leased the Union Bailroad in this 
State, extending &om Suffems to the road running through 
New Jersey to Jersey City. The Union Bailroad Company, 
had previously leased the road from Bamapo to Paterson, 
and thence to Jersey City, on favorable terms, which was 
also transferred. 

The tracks of these roads have been relaid, to correspond 
with the gauge of the Erie, many of the structures have been 
rebuilt in a substantial manner, and the whole line has been 
placed in complete repair, so that the trains are now ran di- 
rect to Jersey City, opposite New York. 

The freight trains are run to Piermont, which saves about 
fourteen miles of BaUroad transportation, and increases the 
ferry transportation to twenty-four miles. Other freight 
trains are run to Newburg, which point on the Hudson Biver 
is sixty miles from New York, and reduces Bailroad carriage 
thirty-five miles. 

The advantages of the route by the way of Piermont, for 
the conveyance of aU, except express freight, have been fre- 
quently set forth in previous reports, and are evident to all , 
who careftdly investigate the question. The terminus at 
Jersey City is indispensable for the convenient and rapid 
transit of passengers, to meet the corresponding speed and 
conveniences afforded by other lines ; and in like manner the 
water communication between New York and Piennont, (and 
also Newburg,) places this Company in a like advantageous 
position, in respect to freight. 

The extensive wharfing facilities at the Piennont termi- 
nus, are indispensable for the transaction of the bulky 
busioess of freight, sufficient room for which, could not be 
obtained at Jersey City, without a very large outlay. 

The present arrangement for freight, affords every de- 
suable convenience to the New York shippers, as the 
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barges lie at a convenient wharf, central to the bomefls por- 
tion of the city, where goods can be received from, and pro- 
duce delivered to the New York n^rchants, abnost at their 
own doors. 

Arrangements have been made for the construction of a 
Bailroad of the broad gauge from Corning, in nearly a direct 
line to Olean. This Boad when completed, will be run in 
connection with the New York and Erie. 

At Ceres, on the line of this Boad, (ten miles east of 
Olean,) a connection will be formed with the Altegany Val- 
ley Bailroad, now rapidly progressing, which will save about 
twenty-five miles of distance, to all places west and southwest 
of Coining, with more favorable grades and alignment than 
those of the present Boad between Coming and Olean. 

These roads, together with the Erie, will make the short- 
est and best line, from the head of navigation on the Ohio to 
New York, and will soon open the trade of the VaUeys of 
the Allegany and Upper Ohio, (so rich in agricultural and 
mineral products,) and also complete the communication to 
the Ohio, jfrom which they will receive large contributions, in 
consequence of the extraordinary cheapness of transportation 
on that river. 

A broad gauge line of Bailroad has also been placed under 
contract, which wiU extend from the Allegany Valley Bail- 
road, near Bidgeway, through Western Pennsylvania, and 
the rich western reserves of Ohio, and thence, through the 
center of that State to Cincinnati, where it will unite with 
the Cincinnati and St. Louis broad gauge Bailroad, one-half 
of which is nearly completed, on which trains will soon com- 
mence running for one hundred miles. 

Another broad gauge line has also been placed under con- 
tract, extending from the Allegany VaUey Bailroad through 
Northern Ohio, and will be continued through Indiana to 
Chicago, from which city a road of the same gauge is now 
being bmlt through the interior of Northern Illinois, and of 
Wisconsin, to Fond du Lac, with a branch to the Mississippi. 

Within three years, two lines of an unbroken gauge, of the 
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same width as the Erie, will extend to the MissiBfiippi, each 
of which, by including the Erie, will be over twelve hundred 
miles in length, besides the numerous branching lines already 
buUt, under way, or projected. 

This unbroken gauge will facilitate the conveyance of pas- 
sengers and baggage, and cheapen the transportation of 
freight and will lead to a unity of interest that will prove 
very beneficial to the New York and Erie Bailroad, the main 
trunk of this part of the system. 

It may be added, that the gauge of the Ohio Bailroads, 
with the exception of the hues above described, and one 
other, are regulated by law, and are diflferent from the other 
New York roads ; so that, except the Erie, none of them 
can derive the same advantage from these western connec- 
tions. 

From the western terminus at Dunkirk, on Lake Erie, 
a line of completed railioads extends to Cleveland, and 
thence to Cincinnati, Toledo, and Chicago, from each of 
which points, other lines of completed railroads radiate in 
every direction, and cover the States of Ohio, Indiana, and 
considerable portions of Michigan and Illinois, with a com- 
plete network. 

The same States are also connected directly with the Erie 
terminus, by the chain of lakes which surround their north- 
em borders — by the Ohio and Mississippi Rivers, which ex- 
tend around their southern and western limits — ^and by the . 
four great lines of canals, which pass through the interior, 
and connect those lakes and rivers by uninterrupted lines 
of navigation. 



IV. — ^THE RESOURCES FOR BUSINESS LOCAL AND FOREIGN, AND 
THE SHARE OF THE WESTERN TRADE AND TRAVEL DUE TO 
THE NEW YORK AND ERIE RAILROAD, FROM ITS POSITION 
AND FACILITIES. 

In a subsequent place, the local resources of this Eoad 
are stated ; but the examination of this question would be 
incomplete, if it were limited to the territories, which are ad- 
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jacent to its Kne, of nearly five hundred miles of main trtink, 
and twice that length of tributary roads and water ways, 
within this State. 

The New York and Erie Railroad, like the Erie Canal, is 
so essentially national in its characteristics, that the vast 
territory of the West must be considered by those who 
would adequately comprehend the causes, which have already 
furnished a business, which has surpassed the warmest anti- 
cipations of its early jfriends. Some reflections of a desul- 
tory character, thrown together as generally illustrative of 
this branch of enquiry, will suggest to the reader many 
other considerations which it might seem tedious to parti- 
cularise in this place. 

The rapid settlement of those vast and fertile regions 
lying north of the Ohio and east of the Mississippi, is unpa- 
ralleled in the annals of any other country, and every acre of 
the wilderness subdued by this mighty march of civilization, 
developes new resources of profitable business, for the rail- 
roads and waterways. These again facilitate the settlement 
of those regions and conduce directly and powerfully, to the 
welfare of the New York and Erie, and the other main trunk 
lines, between the Atlantic and the West. 

This being the only Eailroad, constructed and managed by 
a smgle Company, between the commercial metropolis and 
the inland seas, turning the northern flank of the Allegany 
Mountains by easy grades and curves, forming a continuous 
gai^, the broadest in America, on one of the few routes by 
which a railroad is practicable between New York and the 
vast region drained by the Western Lakes and the Mississip- 
pi, — ^it could never be reasonably doubted, that it would share 
largely in the immense trade and travel from that region, 
which, from the converging lines of the waterways and rail- 
roads, are thrown into the narrow throat lying between the 
northern extremity of the Allegany Mountains and Lake 
Erie, firom which this road starts. 

More than three thousand miles of raflroads are now in 
operation, west of the terminus of this road and north of 
3 
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the Ohio, and as many more miles are actually in progress, 
altogether omitting those built and in progress south of the 
Ohio. From its western terminus, also, extends a continuous 
chain of more than one thousand miles of lake navigation, 
with five hundred miles of navigable rivers and twelve hun- 
dred miles of canals, uniting the waters of the lakes with 
those of the Ohio, Wabash and Illinois Bivers, and through 
them, with the Mississippi and its twenty thousand miles 
of connected navigation. 

From its geographical position, the New York and Erie 
Railroad is the first line, which intercepts the immense flood 
of trade, whidh is thrown by these railroads and waterways, 
through this narrow throat, and it must, consequently, ever 
continue to receive the largest share thereof. 

The progress of no other country furnishes adequate 
data, for determining the ratio of advancement in this ; and 
even the wonderful results of the past progress of the West, 
wiU fall short of the future, when the full effect of those nu- 
merous railroads and water courses is realised^ The con- 
struction of each mile of new railroad in that region, is di- 
rectly or indirectly, increasing the trade and travel, whichmust 
pass to the Atlantic over these roads ; and in like manner, 
they are interested in every improvement in the manner, or 
reduction in the cost, of transportation on the lakes, rivers, 
canals and railroads, which contribute to the prosperity, 
and increase the ability of the Western multitudes, to sustain 
the traffic to the sea-board. These water lines are thus, in 
almost every case, auxiliaries, instead of rivals, to the great 
lines of railroads. 

The trade between the Atlantic sea-board and that fertile 
region of the great West, which lies north of the Ohio, is 
already taxing the existing channels of commerce, to their 
utmost capacity. 

The annual agricultural and animal productions of this 
region, exceed twenty millions of tons ; and its. surplus pro- 
ducts, requiring transport to an Atlantic market, together 
with the return freight, is believed to be over five millions 
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of tons. The New York and Pennsylvania Canals and 
Bailroads, now conyey about three millions of tons of this 
trade annually. 

Enlarged channels, for this vast internal commerce, have 
become indispensable. The State of New York has ah^ady 
taken steps to complete the enlargement of the main artery ; 
but before this is accomplished, the State and private works 
aheady constructed, will be found inadequate. 

When the Erie Canal is enlarged, the increased facilities 
and diminished cost of transport, which it will afford, will 
vastly increase the trade through this State, and will by 
these means, also correspondingly increase the travel which 
must pass over the main lines of railroads. Those articles 
of freight which require, or will bear the expense of 
raihroad transport, will also be increased to an extent that 
will tax to their full capacity, all the railroads now built 
between the Atlantic and the West. 

The high northern latitude closes the water lines between 
the East and the West, for one-third of the year. The in- 
terchange of commodities, and the trade between those dis- 
tricts have undergone a sensible change within the last 
dozsen years ; and, though the water lines have lost none of 
their importance, so fer as regards the conveyance of the 
heavy commodities, yet the demands of a concentrated 
population at the East, require the means of a speedy con- 
veyance, of the more perishable articles of use and consump- 
tion, as well as of a rapid communication for the moving 
multitudes, whom the relations of business or pleasure, re- 
quire to pass between the East and West. 

West of the Mississippi there are not now one hundred 
miles of railroad in operation. The well-informed men of 
that region confidently assert, that within ten years, they 
will construct more than five thousand miles. It is difficult 
to bring the mind to appreciate the effect on the New York 
and Erie, of the completion of those roads only, which the 
least sanguine concede will be built west of its Erie termi- 
nus, as well as from the increase of traffic on those already 
constructed. 
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The social and business habits of the people of the West 
must be considered, in estimating the resources of the Rail- 
roads connecting them with the East. No equal amount of 
population in the world, possess means for travel like those 
of the Western people ; and their intimate business and 
social relations with the East, (from whence so many of 
them have emigrated) lead to frequent interchanges of 
visits with friends in that region. 

No other country presents a parallel to the wide dis- 
tribution of the members of families, nor does any other 
present similar facilities, for frequent re-unions at each 
others homesteads, whether they be hundreds or thousands 
of miles apart. 

This interchange of sociality, is one of the main elements 
of the prosperity of our railroads ; and what railroad is, or 
ever can be, better situated than the New York and Erie, 
for reaping a golden harvest from this immense and increas- 
ing cause ? 

The States of Ohio, Indiana, Illinois and Wisconsin, each 
extend from the Lakes to the Ohio or Mississippi, and are 
connected with both, by four great lines of canal. Michigan 
and the peninsula of Upper Canada, are nearly surrounded 
by the great chain of navigable LakeiK 

This same territory is intersected, as has been mentioned 
before, by a network of railroads, which, with the water 
lines, converge towards the Eastern end of Lake Erie, and 
concentrate in that narrow gorge, an amount of trade and 
travel which is not to be found elsewhere on this continent. 

The New York and Erie Railroad, taps this trade in four 
places : first, intercepting it at Dunkirk with its main trunk, 
and subsequently by its tributaries at Buffalo, Tonawanda, 
Niagara Falls and Youngstown, and delivers it at the great- 
est commercial point on the continent, to which the chief 
part of it is directed. 

It should be borne in mind, that the Erie is still a new 
route, without that complete organization of itself and its 
tributaries which its competing rival possesses, from the 
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greater length of time which its biisineBS has been estab- 



Baiboads are rapidly taking the place of the conamm 
highways of the country, and especially through the West- 
ern States, where the soil, so admirably adapted for agri- 
cultural purposes, for that reason, is generally unfitted for 
the construction of even passable turnpikes. 

The high value of the time of the traveller in this coun- 
try, and the circumstances before stated, have rendered the 
railroad an element of necessity. The passenger by Bail- 
road, travels six times the distance per day that he does by 
stage coach. The average value of the daily time of rail- 
road travellers, is not less than two dollars per day. The 
saving is therefore ten dollars a day on each, which applied 
to the whole railroad travel of the United States, would 
be sufficient to pay the interest on the cost of all the Eail- 
roads that have been built in the Union. 

Railroads have penetrated regions which were inaccessible 
to canals, and by cheapening the cost of transport, have in- 
rf creased the value of the adjacent property, equal to their 
cost. The difference in the cost of transport of agricultural 
products, saved by rail, over the common highway, is equi- 
valent to adding to the adjacent farms, ten cents per acre 
for every mile of distance, that such commodities are moved 
on rail, instead of the common road. If the former, before a 
railroad was built, had been obliged to convey his products 
one hundred miles over a common road, the building of a rail- 
road, for this distance, would be equivalent to increasing 
the value of his farm ten dollars an acre. 

These railroads have already produced an important 
effect, in equalizing to a certain extent, the summer and 
winter prices of agricultural products on the Atlantic, and 
of merchandise and manufactured articles in the interior. 

The crops of the country are harvested so late, that a 
large portion of them, cannot be sent to market until the 
following season, in consequence of the water lines being 
then, either thronged with business, or closed by ice. The 
railroads afford a constant communication for the whole 
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year, and by means of their rapid transport, enable the 
producer to avail himself of the advanced prices, which 
frequently take place, after the water lines are closed. 

These are additional reasons for believing that the niain 
trunk lines wiU be hereafter occupied to their full capacity, 
and at remunerative prices. 

The facilities which the New York and Erie Railroad 
has given for quick and cheap* transport to the best 
market in the country, has been an incentive to a large 
production for export along the route, and has caused a 
rapid increase in the settlement and cultivation of the 
contiguous lands. The establishment of every new branch 
of industry, the cultivation of each additional acre, and the 
settlement of every family along the line, forms an additional 
source of permanent revenue to the road. 

The lumber cleared from the land, is followed immediate- 
ly by its settlement ; and though the transportation of lum- 
ber is the least profitable branch of business done, it is a 
subject worthy of careful attention, whether provision should 
not be made for carrying it, at remunerative prices, at least 
to the nearest shipping place by water, for the advantage 
which will ultimately be received, in the permanent revenue 
arising from the conveyance of the agricultural products of 
the land thus cleared, and that of other freights and pas- 
sengers incident tb its settlement. The population of the 
district through which the road passes, or from which it 
draws its trade and travel, was about seven hundred and 
fifty thousand in 1850, and had increased nineteen per cent, 
in ten years. The present population exceeds eighteen hun- 
dred thousand. The valuation of the real estate in 1852, of 
those portions of the above mentioned district within the 
State of New York, was one hundred and fifty naUlions of 
dollaxs, and of the assessed personal estate, twenty-two 
millions. The number of acres of Improved Lands in 1846, 
was nearly three millions, it now exceeds five millions of 
acres, including those in New Jersey and Pennsylvania. 
The value of the manufactured articles in mills and tan-^ 
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iieries, was more than ten millions of dollars in 1845. The 
value of the annual products of the dairies, lumber, coal 
and cereal products, amounted to over twenty millions of 
dollars in 1840, and including the manu&ctured articles, 
now probably exceed sixty millions of dollars annually. 

In the older countries of Europe, the business of their 
railroads arrive nearly at a maximum, a few years after 
they are opened ; and to a certain extent, the same result 
takes place on some of the railroads in New England, wh^re 
rival lines are certain to be established, whenever the business 
of one proves very productive. 

This is not the case however on the railroads of the West, 
or those buUt on the great lines between it and the Atlan- 
tic, .and particularly on the New York and Erie Railroad. 

The rapid increase in the settlement of the country, the 
continued opening of new, and the extension of old lines of 
railroads, as well as that of lakes, rivers and canals, pour 
into the main channels an annual increase of trade, which 
none of them have hitherto anticipated, or have made suffi- 
cieAt provision to perform. 

The New York Central, (as the combined lines between 
Albany and Buffalo are now termed) ten years ago, occupied 
the same position in reference to its prospective revenues, 
that the Erie Railroad do^s now. Few persons at that period 
would have hazarded a. prediction of an increase in its busi- 
ness equal to that which has annually taken place since the 
period, when it was commonly regarded as having attained 
its. maximum. 

The country adjacent to the line of the Erie and its con- 
tributing roads and water ways, is as yet only partially de- 
veloped ; and the same causes which have hitherto so won- 
derfully increased its lo<^l receipts, must continue to ope- 
rate to the same, or to a greater extent, for many successive 
years. 

The terminus of the Road being at the largest city in the 
Union, will, as is the case with other roads leading there- 
from, ultimately render much of the first seventy miles of 
thp a<pjaeent country, a series of villages and gardens, which 
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will furnish the Boad with a very large amount of travel and 
freight, in proportion to its area, over the three lines from 
Chester to Newburg, Piermont and Jersey City — an aggre- 
gate length of nearly one hundred miles of roa4. 

The system of commuting for short distances, has been 
followed by the best results, on many of the Boads leading 
from New York, Boston, and other places, but has not yet 
been introduced to any extent on this Boad. 

The charge for commuting passengers, on the Boston 
roads, is from thirty dollars per annum for five miles, to 
ninety dollars for twenty-five miles, which is estimated to be 
about one cent per passenger per mile. On the Harlem, 
the charge for one class of passengers is from twenty-five 
dollars per annum for six miles, to forty dollars for eighteen 
to thirty miles ; and for another class, thirty-five and forty- 
five dollars, for the distances mentioned; which is esti- 
mated to be about half-a-cent a mile, for the first class 
named, and two-thirds of a cent for the other. The num- 
ber of annual commuters on the Boston roads is about 
four thousand, and on the Harlem, over thirteen hundred. 

These rates would be considered very low, if it was not 
remembered that commuting passengers aflford a regular, 
uniform business, for the doing of which, precise provision 
can be made, and that the additional business, which is 
always done by the same trains, is attended with a very slight 
addition to the expenses. The commutation is confined to the 
head of the family — ^the other members, friends, visiters, 
and the incidental trade, furnish a large and profitable addi- 
tion to the business. 

It must also be considered, that the commutation system 
establishes a population along the line, which will furnish a 
permanent source of revenue, for which there is no danger of 
competition, diversion, or diminution. 



V. — THE CHARACTER OF THE ROAD AS CONSTRTTCTED, AND 

ITS COST. 

The aggregate amount of curvature is twenty-two thou- 
sand two hundred and fifty-two degrees, in four hundred and 
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forty-fiye miles of the main track, making an average of fifty 
degrees per mile. Sixty-four per cent, of the whole distance 
is straight lines. 

The annexed tables (0.) show the amount of curvature and 
tangents, as well as the grades, arranged in classes. 

The whole amount of ascents and descents is eight thou- 
sand and fifty-six feet in four hundred and forty-five miles, 
making an average of eighteen feet per mile. 

From Almond Summit to Delaware, a distance of two 
hundred and fifty-six miles, the heaviest grade in the direc- 
tion of the greatest trade (eastward) is only five feet per 
mile, except for a distance of six miles. 

From Dunkirk to the summit between Lake Erie and 
the Allegany River, the maximum opposing grade going 
east is forty feet per mile, and west is thirty-five feet. 
Thence to Great Valley, east is forty feet, and west is thirty 
feet. Thence to Olean, east is fifteen feet, and west is 
twenty-five feet. Thence to the summit between the Alle- 
gany and Genesee Rivers, the maximum grade east is 
thirty-nine feet and west is thirty-five feet. Thence to 
Belvidere, east it is level or descending, and west is forty- 
nine feet. Thence to Phillipsville, east it is descending, 
and west is twenty-three feet. Thence to Andover, east is 
forty feet, and west it is level, or descending. 

From Andover, to the summit between the Genesee and 
Canisteo, the maximum grade east is forty feet, and west it is 
level or descending. Thence to HomeUsviUe, it is level or 
descending east, and west is fifty feet. From HomeUsviUe to 
Coming, the maximum grade east is level or descending, 
and west, is ten feet. From Coming to Susquehanna, the 
maximum grade east is five feet, and west it is ten feet ; 
thence to the summit between the Susquehanna, and Dela- 
ware rivers, the grade for six mUes, is ascending east sixty 
feet per mUe, and thence to Deposit, seven miles, it de- 
scends uniformly east fifty-eight feet. 

From Deposit to Delaware, the grade is level ordescend- 
ing east, and the maximum west is fifteen feet. From 
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Debmwre to Otisville is a uniform gradfi, ascending east of 
forty-five feet. Thence to Chester, the Tnayimum east is 
fifty-six feet, and west, is sixty feet. Thence to Suffems, 
the maximum east, is fifty-eight feet, and west is fifty feet. 

From Suffems to Blauyeltville, the maximum grade east 
is fifty-nine feet, and west it is sixty feet. From Blauvelt- 
viUe to Pier, the grade is level or descending east, and the 
maximum west is fifty feet. 

From Otisville to Chester, and thence by the way of the 
Newburg Branch, to the Hudson Biver, the grades east 
aie level or descending, except nine and a half miles, and 
from the Almond Summit to this terminus of the road, a 
distance of three hundred and nine miles, the grades east 
are mostly level or descending, the opposing grades east, 
with the exception of twenty-eight miles, not exceeding a 
TTifLyiTymTn of five feet to the mile. 

The annexed tables (D.) furnish the number and span of 
the Bridges and Culverts, the dimensions of the cuttings and 
embankments, the quantity of ballasting done, the number 
and dimensions of the cross-ties, chairs and spikes, and the 
quantity of iron rails in the main tracks and sidings. 

The whole length of the main track, from the Pier to 
Dunkirk, is four hundred and forty-five miles, and (including 
the Newburg Branch of nineteen miles, and the Union Bail- 
road to Jersey City of thirty-one and a half miles,) is four 
hundred and ninety-five miles. 

The whole length of the second track completed and in 
use, is one hundred and thirty-seven and one third miles, 
viz : — From the Pier to Clarkstown, eight and three-fourth 
miles, from Suflfems to Otisville, forty-three and one-half 
miles, and from Susquehanna to the Junction near Elmira, 
eighty-five miles. It is also in progress, and will be com- 
pleted in January next, from Bergen to Paterson, fourteen 
and one-fourth miles, from Otisville to Delaware, twelve 
and two-third miles, and from Deposit to Susquehanna, fif- 
teen and a half miles, makiBg together one hundred and 
eighty miles of second track, besides eighty miles of the turn- 
outs and sidings. 
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Consideiing the several line& to the Hudfion Bi^^, ag 
equivalent to a double track, a second track will soon be in 
use from New York to Coming a distcmce of two hundred 
and ninety-one miles except ninety mUes along the Dela- 
ware, and fourteen miles along the Chemung, the.conisrtruct- 
ion of which will not be required until the business of ih^, 
road is largely increased* 

The Cuttings for the first track, were made twenty foet 
wide, and for the second track, twenty-three feet* 

The Emhankments for the first track, were mad^a fourteen 
feet, and for the second^ thirteen feet wide. 

The slopes in earth were made, from one and one half to 
one, to two to one^ and in rock, from one fifth to one, to 
one half to one. 

The BaUasting has been well done, on three hundred 
and thirty-eight miles of the first, and one hundred 
and thirty-nine miles of the second track. The material 
used for the embaiikments, on the remainder of the distance, 
being chiefly on the Susquehanna Division, was deemed suffi- 
cient without the use of ballasting. It may be advisable, at 
some future period however, to ballast one hundred miles of 
this division, and about fifty miles in other places. 

The Cross Ties are generally nine feet long, six inches 
thick, with six to eight inches face. 

The number of ties laid in the track is two thousai^d 
nine hundred and thirty-four per mile. The number ori- 
ginally laid, was two thousand two hundred. 

The longitudinal siUs, which were used on the Eastern 
and Delaware Divisions, have generally been removed, and 
substantial ties and full ballasting substituted. 

The Chairs weigh twenty-five pounds each. Those on 
the old track weighed seventeen pounds. About four tons 
of spikes have been used to the mile. 

The quantity of Iron Rails laid in the tracks, is nearly 
seventy thousand tons, making seven hundred and fifteen 
miles of road, including nearly eighty miles of turnouts. 
The weight of the rails in the main tracks, are generally 
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from fifty-eight to seyenty-two pounds per lineal yard, and 
those in the sidings are from fifty-six to sixty pounds. 

All defective and worn-out rails, have been replaced with 
new iron, so that hereafter, the annual replacement of the 
rails, will only be that, which is necessary to meet the usual 
wear. The light rails used in the old track, have generally 
been replaced by new and heavier ones. 

The chief part of the rails which are taken out of the 
main track, are suitable and are required, for extending 
andincreasing the number of the side tracks at the stations, 
to accommodate the annually increasing business. 

The number of lineal feet of Bridging built, is twenty- 
five thousand three hundred and thirty-seven, of which 
five thousand four hundred and seventy-eight feet, are for 
the second track. One-half of the length, is in spans of 
one hundred and fifty feet and over. 

The bridges have all been constructed in the most per- 
manent manner, either originally, or by the substitution of 
new ones, where those first built were found to be weak or 
defective. 

During the last year there was expended $161,970 60 
in building new bridges. 

There are one "hundred and fifty eight Arch, six hundred 
and three Box, two hundred and fifty three open stone CW- 
vertSy and three stone Viaducts, of from fifteen to thirty feet 
span, and one of seventeen arches of fifty-one feet span. 

A number of stone culverts has been built, in place of 
wooden bridges during the last two years. 

There are three large Machine Shops : viz : at Piermont, 
Susquehanna and Dunkirk, fitted up with the most com- 
plete set of tools and conveniences, for repairing and fit- 
ting up locomotives, etc., and extensive shops and build- 
ings similarly equipped, for repairing and manufacturing 
cars. 

There are also five smaller Machine Shops, and thirty-five 
Engine houses^ containing in the aggregate over one hundred 
stalls, together with fifteen Turn-tables. 
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There are fonrteen passenger houses and refreshment 
saloons, twenty-nine freight houses and forty-six station 
houses, used for both purposes ^twelve buildings used for 
dwellings, offices,^ etc., and fifty-five smaller buildings 
used for various other purposes. This statement does not 
include the block of buildings, owned by the Company in 
the City of New York. 

There are also twelve thousand six hundred and forty 
eight lineal feet of wood houses, and a large number of water 
stations. 

The Boad has been in use a sufiicient length of time, to 
show what slopes of cuttings and fillings were requii^, 
what side ditches and other protections were necessary, to 
allow the embankments to become well settled, to deter- 
mine the strength and stability of the bridges, and to test 
the strength of the iron and the quality of all the materials 
used. 

The imperfections of original construction, have been cor- 
rected, wherever it was necessary, by the enlargement of the 
excavations and embankments, by the construction of bank 
walls, by the raising of embankments and the substitution 
of new structures, iron and materials, wherever those origin- 
ally put in were defective or have decayed. 

The Boad is therefore at this time, in a more perfect 
condition, than it has been at any previous period, and the 
future expenditures for these purposes, will be materially 
diminished. 

The number of Locomotives owned by this Company, is 
one hundred and fifty, of which three are worn out ; three 
are in the shops, undergoing general repairs, and twelve 
others, slight repairs, leaving one hundred and thirty-two 
in use. Of those in use, thirty-one require slight repairs, 
and one hundred and one are in complete order. Eight of 
the Engines were run on the narrow gauge, between Pater- 
son and Jersey City, and are thrown out of use by the com- 
pletion of the broad gauge track, over that portion of the 
Boad. 
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Contracts have been made for sixty new Engines which 
will be delivered during the ensuing six months. 

The annexed tables (E) exhibit the number of Engines, em- 
ployed on each division of the Boad, thft condition, the cost 
of the ordinaiy and extraordinary repairs on each engine, 
and the number of miles run, and the cost per mile run by 
each, for the last year. 



The cost of ordinary repairs was, $148,744 85 

" extraordinary " " 139,899 96 

" number of miles ran, ** 2,790,609 

^ " cost of ordinary repairs per mile run was 5i cents. 
" " extraordinary " " 6 " 



A line of Magnetic Telegraph extends over the whole 
length of the main road and the Union and Newburg 
Branches, and also over several of the connecting Roads. 

The length of Telegraph line operated by this Company, 
is four hundred and ninety-seven miles ; the number of 
offices is fifty-seven, and the number of Telegraph operators 
employed is sixty-five. 

The expenditure for its construction has been $50,000, 
and the annual cost of maintaining and operating it is 
$29,000. 

The Cost of the Bead and equipment to the present date, 
and the expenditures thereon during the past year, are as 
follows : — 
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ON WHAT ACCOUNT. 



PRESENT COST. 



dnr- 

iofflihe year end' 
ing Sept. ao, ISM. 



For graduation, masonry, and bridges, as 

fbllows : — 

Grading, transportation of laborers and 

materials, and gravel and hand-cars . 

Supentmctore 

Iron 

Stations, buildings, and fixtures, viz : — 

Freight and Passenger Depots 

Water Stations and Wood Sheds.. 

Machine and Workshops 

Machinery in Shops 

Depot and Stores in New York .... 



Land, land damages and fences 

Locomotiyes and fixtures 

Passenger and Baggage Cars 

Freight and other Cars 

Telegraph 

Duane street Pier 

Dunkirk Harbor Improyement 

Steamboats and Barges on Hudson Riyer, 

OfiSce Expenses 

Engineering 

Agencies 

Contingencies 

Interest on Stock, according to terms of 

subscription, &c., &c 

Interest on first Mortgage Bonds paid to 

State Comptroller 

Discount on sale of Bonds 

Construction previous to 1845, 



Totals $31,222,834 21 $4,651,101 44 



12,959,619 97 
2,874,186 08 
3,764,216 03 

513,862 87 
254,941 21 
283,778 97 

161,604 78 
92,974 01 

1,169,516 16 

1,862,971 45 

322,659 62 

1,470,402 45 

50,081 69 

12,878 86 

12,066 74 

205,586 90 

195,996 63 

476,878 67 

148,068 00 

172,325 71 

1,651,694 18 

499,944 17 

1,765,464 08 
1,361,616 18 



2,261,889 43 
461,219 07 
896,860 58 

57,887 98 
66,324 91 
88,547 84 
28,241 58 
4,029 50 

82,149 49 

12,984 16 

59,780 # 

320,048 40 

5,885 67 



1,505 84 
24,675 00 
24,576 24 
30,738 40 
80,381 45 
93,625 50 

115,254 66 



The old account of expenditures prior to the new subscrip- 
tions received in 1845, is as follows : 



State Loan released $8,000,000 00 

Forfeited Stock, 65,571 29 

Six per cent Certificates, 265,515 42 

Seven ^ " 168,146 44 

Drafts at pleasure, 54 03 

Stock surrendered, 742,100 00 

Bills payable, 2,899 81 

New Stock given for old surrendered, cash paid,) 017 ^nn Ast 

and outstanding liabilities, ) yA'»^>w 4<j 

Old Stock not surrendered, 12,400 00 

Total, $5,169,287 42 

litis is Tww represented by : 

New Stock, $742,100 00 

Seven per cent Certificates, 608,868 90 

Old outstanding liabilities, 14,214 51 

Cash paid on old account, 101,482 72 

Total, $1,361,616 13 
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The expenditures which have been made during the past 
year, have been incurred for the following purposes : — 

Advances to the Union igailroad Company, for laying down 
a wide track from Jersey City to Suffems, thirty-one and 
a half miles, and a second track to Paterson, including turn- 
tables, station houses, side tracks ; two extensive bridges, 
for a double track across the Hackensack and Passaic Bivers, 
with large and substantial draws ; several smaller bridges 
and culverts ; the widening of the Boiling Spring quick- 
sand and other cuts ; several other excavations ; raising 
and widening the embankments ; ballasting a considerable 
portion of the distance ; extending and re-building the 
culverts, cattle guards and passes ; fencing ; and the pur- 
chase of additional grounds and facilities, for conducting 
the operations of this part of the road. 

On the Eastern Division, thirty-four miles of the second 
track, have been completed and brought into use, ten miles 
more are nearly completed, and the grading and ballasting 
on twelve miles more, almost finished and ready for the su- 
perstructure. 

On this Division there liave been built and brought into 
use, eleven double track bridges, each of from twenty-one to 
one hundred and sixty-three feet span, besides six bridges, 
the masonry of which has been completed, and the super- 
structure nearly finished ; and the Neversink Bridge, the 
masonry of which is nearly completed. There have also 
been built, nine arch culverts, of from six to twenty-five feet 
span, and a number of cattle guards, passes and road cross- 
ings. 

In nearly every case, it has been necessary to build the 
above mentioned bridges, culverts, etc. for both tracks, as 
the old structures were of a temporary character. 

The grading for the second track, firom Otisville to Dela- 
ware, was very heavy and expensive, a considerable portion 
of it being heavy rock excavation. 

On the Delaware Division, east of Deposit, several side 
tracks have been put in, and others extended, to accommo- 
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dfufcethe incxeaaedntunber andlei^gth of the freight trains. 
The excayaticms and emhankments have been widei^ied. The 
maaoniy for the Iwidge across ii\§ Delaware Eiver, at Dela*- 
wore^ (required to be biiilt as one of the conditions of the 
Pemwylyania charter) has been about one-third finished, 
and the timber for the superstructure furnished. 

Between Deposit and Susquehanna, (fourteen and one- 
half miles) the grading for the second track has been nearly 
completed, the cross ties and iron delivered, and the ballast- 
ing for four miles done, ready for the superstructure. 

This work has been very expensive, in consequence of the 
kige amoant of rock required to be excavated. 

On the Susquehanna Division, eighty-six and three-fourth 
consecutive miles of the second track, have been com- 
pleted and brought into use, extending to the junction with 
the Bailroad to Canandaigua, four miles beyond Elmira. 
Twenty-four new bridges for double track, of from thirty to 
one hundred and fiffcy feet fi^an each, and nine new bridges 
for single track, each of from thirty to one hundred feet span, 
have been built, besides a large number of new culverts, 
sluices, cattle guards, road and bridge crossings, for the se- 
cond track, and to replace the original temporary structures. 
The Depot grounds have been graded for additional side 
tracks, and the tracks laid down, at all of the important sta- 
tions, and several new turn-tables, track scales, and water 
stations have been built. 

On the Western Division, the expenditure has been chiefly 
incurred, for grading and putting in side tracks, construct- 
ing fences, widening ditches, and ballasting the road bed, 
and for a new turn-table, and freight and passenger house at 
HomellsviUe. 

The rapid accumulation of business on the eastern end 
of the road, rendered the construction of a second track ne- 
cessary, almost simultaneously, with the extension of the first 
track to the Lake. 

By the opening of the next season, a second track will be 
in use, equivalent to one-half of the length of the road. 
4 
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A oontinoance of the present ratio of mcrease, in the bun** 
neas of the road, will require additional track ftcilities, from 
time to timO; and for this pnrpoee, it is intended to constroot 
additional and longer turnouts, on the Delaware Division, and 
at some other places, where they will ultimately form portions 
of the second track. 

With these additions, the road will be capable of perform* 
ing a business, which will yield an annual revenue, of from 
seven to eight millions of dollars. 

All the great lines of Railroads in this country, have been 
subjected to extra expenses, arising from the gradual im- 
provements, which they have been compelled to introduce 
in the superstructure and equipment of the roads, and also 
from the want of sufficient capital, which rendered it ne- 
cessary to obtain money, by the sale of stock and securities, 
below their par value. 

The earlier built roads, have been subjected to more of the 
extra expense, arising from the first cause stated, than those 
of recent construction. 

The first road on the New York Central line, was built 
with two inclined planes, worked by stationary engines, a 
thin flat rail,, laid on longitudinal timbers of southern pine, 
which rested on stone blocks, protected from displace- 
ment by frost, by deep trenches filled with broken stone. 
This mode of construction was subsequently improved upon 
by the substitution, from time to time, of thick flat rails, 
and next, of those of the present form, changed successively 
from thirty, to fifty, and to sixty-five pounds weight, per 
lineal yard. 

The stone blocks and broken stone were laid aside, and 
cross ties, laid on ballasting were substituted. 

The inclined planes at Schenectady and Albany, were 
abandoned ; at the latter place a new line was built, which 
was worked by horse power, and subsequently at both places, 
jiew lines were built on grades, adapted to the use of Lo- 
comotives. 
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The first Locomotives built, weighed six tons ; some of 
those now in use on that line, weigh twenty-five tons. 

The New York and Erie Eailroad, was commenced at a 
later date, than the Central, and the greater portion of it 
was built, after the existing improved plans of construction 
were generally adopted. It has therefore escaped many 
of the extra expenses, that have been incurred on the other 
great lines. 

It has, however, been subjected to some expenses of this 
character. 

On the Eastern Division, the iron rails originally laid 
down, were found too light, to sustain the large Engines and 
trains, and the great traffic which has passed over the road. 

Many of the bridges were, from the same causes, found 
too weak, and experience has shown, that the use of longitu- 
dinal sills, on this part of the road, was an inferior mode of 
construction. 

On the Western half of the- road, a large expenditure 
was made, in constructing a piled road, and with grades and 
lines, which on subsequent examinations, were abandoned 
and left unused and valueless. 

The losses to the Company from these causes, may be es- 
timated roughly, at three millions of dollars, the amount of 
the loan received from the State. 



VI. — AN ANALYSIS OF THE PRESENT BUSINESS. 

The annexed tables show : 

F. — The number of passengers, and the receipts there- 
from, on the several sections of the Eoad, in periods of six 
months, for the years ending October 1st, 1852, and 1853. 

G. — The tonnage and receipts for freights, in the same 
manner, and for the same period. 

H. — ^A comparison of the through and local receipts from 
passengers and freights. 

I. — The number of through and way passengers, and the 
mileage for ejich month of the last year. 
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J. — ^The claflsification of the tomutge, aad receipts 
therefor. 

K. — ^The proportions of the different hinds of fireigfat 
shipped from and received at the principal stations. 

L. — The quantity of lumber shipped from the principal 
stations, and its destination. 

The net earnings, for the years ending September 30, 
1852 and 1853, have been as follows : 





Vrom PMien- 
gvn. 


From Freight 


From other 
Boureei. 


Total ottBingi 


For the year end- 
ing Sep. 30, 1862 
" " " 1858 

Increase- - - - 


1.299.796 51 
1.601.209 71 


1.869.408 19 
2.587.214 52 


149.526 09 
180.588 18 


8.818.725 79 
4,818.962 86 


$801,418 20 


667.811 88 


81.012 04 


1.000.286 57 



These tables exhibit the following general results, in ref- 
erence to the business of the last year. 

Ist. That while the whole earnings, exceed those of the 
preceding year by thirty per cent, the receipts from freights^ 
form two-thirds of that increase. 

2d. That the local business from passengers, has increased, 
by one per cent more than the through, and that the 
through business from freight, has increased, by seven per 
cent more than the local. 

3d. That the earnings for the transportation oi freight j 
exceed those for passengers^ by more than one-half, for the 
year, and about one-third, for the last quarter of the year. 

4th« That the receipts from the through business, form 
about one-third of the whole receipts, being twenty-nine 
per cent from passengers, and thirty-s^ven per cent, from 
freight. 

5th. That the receipts for transportation, between all way 
stations and the termini of the road, are about twenty-five 
per cent of the whole, for both passengers and freight, and 
those between the way stations only, are forty-two per cent, 
of the whole, being forty-five per cent, on passengers, and 
thirty-nine per cent on freight. 
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6th. i?hat nearly one-half of the freight busfaiess ^bb 
received at the New York office ; about five per cent at the 
offices on the Eastern Division ; three per cent on the De- 
laware ; fifteen per cent on the Susquehanna ; and eight per 
cent at the offices on the Western Division. 

7th. That nearly one-half of the increase from freight 
over the previous year, was received at the New YoA office ; 
nearly one-fifth at Dunkirk ; twelve per cent on the Susque- 
hanna, a^d eight per cent of the increase at the. offices on 
the Western Division ; and a small increase on the Eastern, 
and none on the Delaware Division. 

8th. That nearly one-third of the passenger business, 
for the last year, was received at New York, and one-fifth 
at Homellsville and Dunkirk. The Eastern Division fur- 
nished four per cent ; the Delaware six per cent ; the Sus- 
quehanna twenty per cent ; and the Western Division fur- 
nished six per cent of the whole passenger business, exclud- 
ing the New York business from the Eastern division ; the 
Homellsville from the Susquehanna ; and the Dunkirk busi- 
ness from the Western Division. 

9th. That nearly one-fifth of the whole increase from 
passengers, over the previous year, was received at the New 
York office ; one-fourth at the Homellsville and Dunkirk 
offices ; one-fifth from the offices on the Susquehanna Divi- 
sion, and a small increase from the offices on the other 
divisions. 

10th. That the receipts for the transportation of the pro- 
duct of animals, vegetable food, manu&ctures and merchan- 
dize, form eighty per cent, of the freight receipts, while the 
tonnage of the same articles, forms fifty-seven per cent of 
the tonnage. 

11th. That the freights westward, exceeded those eastward, 
(excluding lumber,) in each of the months of the last year, 
except December, January and Febmary, and that in those 
three months, the freights eastward, exceeded those westward, 
by thirty-two thousand tons, of which, less than one- 
third was made up of lumber. 
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12th. That the lumber transported eastward, during seven 
months of the year, nearly equalized the freights in both di- 
rectiana, and ne&rly equalized the tonnage of freight trans- 
ported, during each month of the year. 

13th. That during each of eight months of the year, the 
tonnage was nearly equaly being ftx)m fifty-two to sixty 
thousand tons per month ; the eastward tonnage being from 
twenty-six to thirty-five thousand tons, and the westward 
from twenty-two to twenty-six thousand tons. 

14th. That the tonnage, during the remaining four 
months, ranged from thirty-seven to sixty-four thousand 
tojLS per month ; the eastward tonnage, being from twenty- 
three to thirty-seven thotisand, and the westward, from 
twelve to twenty-seven thousand tons. 

The above analysis shows : — 

First. That the present business of the road, could not be 
materially aflfected, by the competition of any existing Rail- 
roads, and, 

Second. That the preponderance of its business, being the 
transportation of freight, and the chief part of that being 
derived from the adjacent country, in the event of any check 
in the present prosperous condition of this country, the 
regular increase of the main business of this road, will not 
be interrupted, while that of other lines, which depend mainly 
on passenger travel, will be materially reduced ; because, 
during such periods, pleasure travel is mainly suspended, 
and business travel is much lessened, whilst a contrary 
effect is produced in the freight traffic, the producer at such 
times, generally sending larger amounts to market. 

The last Annual Eeport of the State Engineer, contains 
tables showing the tonnage and value, of all the articles 
transported, for the last five years on the Erie Canal, and on 
the liue of Eailroads, running parallel with it. 

These tables show, that one class of articles, was, during 
that time, chiefly carried by the Canal, another class, chiefly 
by the Railroads, and a third class, was carried by both. 
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In the first class, aie embiaced, lumber, cereal products^ 
iron and salt. 

In the second class, animals and their products, vegeta- 
bles, manufftctures and merchandise. 

The proportion of the whole tonnage of the Canal, to that 
of the railroad, was, as thirty-two to one, while that of the 
first class, was, as one hundred and eight to one ; of the sec- 
ond class, was, two and one^third to one, and of the third 
class, was, sixteen and one-half to one.^ 

The value per ton, of the ^^me articles, which were trans- 
ported on the canal and on the railroads, was as follows : 



Ist class on the Canal, S18 06 
2d " " " 219 86 
8d * " " 91 32 



On the Railroad, S85 26 per ton. 
" " " 248 60 " " 

" " " 196 61 " " 



The average value, of cdl the articles transported on the 
CanalS; for the four years named, was 948,68 per ton, and of 
those transported on the Eailroad for the same period, was 
e227,41. 

The Keport states, " Thus the conclusions are arrived at, 
that those products and articles which are more profitably 
transported over the railroads, (the New York Central Line) 
could not, in most instances, be moved on the canal, without 
serious loss to the owner, and that the diversion of this busi- 
ness, from our navigable channels, has served to augment the 
legitimate business of the Erie Canal." 

These tables show the effect of a canal, running parallel to a 
railroad, in distributing the appropriate business on each. 

The New York and Erie Bailroad, is intersected in four 
places by canals — ^the Delaware and Hudson, which runs 
parallel to it for twenty-two miles ; the Chenango Canal ; 
the Chemung Canal and feeder, which runs parallel for 
twenty-four miles, (including twelve miles of the Junction 

* This statement does not convey an accurate perception of the relative 
tonnage carried by the Canal and Bailroad, because the average distanot 
which the Canal tonnage was moved, was more than two hundred miles, 
while that of the Bailroad, was less than seventy miles* 
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Oanal, nearly completed) and the Genesee Valley Oanal, 
which, when completed, will nm parallel for fourteen miles. 

The comparative distance to the City of New York, by the 
Bailroad, and each of these Canals, is as follows : — From De- 
laware by Bailroad eighty-nine miles ; by Canal one hundred 
and sixty-two miles. From Binghamton, by Bailroad, two 
hundred and fifteen miles, by Canal, three hundred and fifty- 
seven miles ; from Elmira, by Bailroad, two hundred and 
seventy-four miles, by Canal, four hundred and fifty-mne 
miles. From Coming, by Bailroad two hundred and ninety- 
one miles ; by Canal, four hundred and sixty-nine miles. 
From Cuba by Bailroad, three hundred and eighty-three 
miles ; by Canal (when completed) five hundred and nine 
miles. 

The circuitous routes which these Canals follow, and the 
increased time occupied in transit, prevent them from be- 
coming competitors, for such articles of freight, as are desi- 
rable for transport on this Boad, while they provide a cheap 
mode of conveyance, for the heavy products of the oouatiy, 
which have too small value, to pay for Bailroad trane^rta- 
tion. 

The effect of these canals is therefore more particularly 
beneficial to the Bailroad, than where they run contiguous and 
parallel to it, as is the case on the New York Central. The 
annexed tables (T) show the amount of tonnage of each 
article shipped by the State Canals, where they are inter- 
sected by or are contiguous to the New York and Erie Bail- 
road, and also the toUs paid thereon. 



THE LUMBER TRADE. 

The q^uantity of lumber transported during the year is 
one hundred and thirty thousand tons, or nearly one hundred 
millions of feet board measure, transported an average dis- 
tance of two hundred and twenty-five miles. The receipts 
therefrom have been during the last fiscal year 9383,832, 
which is equal to one and one-third cents per ton, per mile. 
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At the September rate of chaises for tra3i8t)ortiiig kimber^ 
the receipts during the year would have been 9919^^^. 
The present rates of freight average over one and four-' 
fifths cents per ton^ per mile. 

The lumber fonned twenty per cent of the whole tonnage^ 
thirty per cent, of the tons carried one mile, and sixteen per 
cent of the whole receipts ftom freight. 

More than one half of the whole quantity, was transported 
to tide water, and the balance, chiefly to the points of inter^ 
section with the State Canals. 

The Gtonesee Valley, ships forfcy per cent, of the lumber, 
and the Susquehanna, nearly the same amount. The AUe^ 
gany ships twelve per cent., and the Ddaware five per cent, 
of the whole quantity. 

The quantity of lumber now on hand, ready for i^pment', 
is over fifty millions of feet, of which forty millions is seasoned, 
and the same quantity is destined for the Hudson Biver. 

It is estimated, that there would be shipped, more than 
two hundred millions of feet annually, for the next five 
or ten years, if suflSicient means should be provided, for 
transporting it. 

Of this quantity, one half would be furnished from the 
Genesee, and one third from the Susquehanna Valley. 

Urgent solicitations have been ntiade, by the lumber manu- 
fecturers, to have that which is now on hand, transported to 
market, and to provide for the regular conveyance of that 
which is annually manufactured. 

All of the motive power of the road, has been called into 
the most active requisition, during the present fall, to trans- 
port those freights, which are more remxmerative than lumber. 

As soon as the additional locomotives, which are now being 
built, are furnished, it is intended to establish trains, for the 
more uniform transportation of lumber. 

Th^ tariff for lumber* was increased on the first of Septem- 
ber, ten per cent, on that shipped to the Hudson, and fifteen 

* White pine, green, weighs 4600 lbs. per M. ft. hd. meas. : seasoned 2500 lbs* 
Hemlock thnber " " 4000" " " " " 8600 " 

Norway pine " " « " « « " 8200 " 
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per ceot on that delivered at way stationa Anangenients 
have been made for weighing it^ after being loaded on the 
can, to prevent the erroro of estimating partially seasoned 
Inmber. 

The quantity of ooal carried during the last year, 
was about sixty-five thousand tons, moved an average dis- 
tance of thirty-one miles. The receipts therefrom were 
925,642 46, which is equal to one and three-tenth cents per 
ton per mile ; the shippers furnishing cars, and loading and 
unloading. 

Coal can be conveyed cheaply over the light grades of the 
Susquehamia Division, and by means of the Bailroads and 
Canals branching theie(&om, it can be distributed to the con- 
sumers, in the interior of the State. Coal is now success- 
fblly used in the manufiMsture of salt at Syracuse, and it may 
be reasonably anticipated, that the Bailroads will be called 
upon, to deliver considerable quantities for use, at the salt 
works, when the water lines are closed. 



Vn. — ^A COMPARISON OF THE BUSINESS DONE, AND OF THE 
RECEIPTS AND EXPENSES OF THE LAST, WITH THOSE OF 
FORMER TEARS. 

The annexed tables exhibit : — 

M. — ^The earnings from each source, for each month of the 
year, ending September 30th, 1853. 

N. — The expenses of transportation in detail, for each 
month, of the s£une period. 

0. — ^The expense in detail, per mile run by the trains, and 
also per ton, and per passenger, per mile carried. 

P. — The miles run each month, by each class of trains. 

They show : — 

Ist. That the receipts fixmi passengers were twenty-two 
per cent., and from freight thirty-four per cent, greater the 
last year, than the year previous, and that these increased 
advantages, were made up in the first quarter, by fourteen 
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per cent, on pasfiengers, and forty-seven per cent, on freight ; 
in the second quarter, by forty-three per cent, on passengers, 
and thirtyrfoor per cent, on freight ; in the third quarter, by 
twenty-one per cent, on passengers, fuid the same on freight ; 
and in the fourth quarts*, by nineteen per cent, on passen- 
gers, and thirty-nine per cent, on freight. 

2d. That the number of passengers carried in 1853, wsb; 
one third greater than in 1852. That the mileage of the 
trains, was twenty-eight per cent, greater, and that of the pas- 
sengers twenty-one per cent, greater. 

3d. That the tonnage of freight carried, was forty per 
cent, greater, the mileage of the trains eleven per cent, max^, 
and that of the frreight five per .cent, greater, for the last, 
than for the previous year. 

4th. That the expenses were thirty-six per cent., and the 
earnings twenty-nine per cent, greater, than those of the pre- 
vious year. 

5th. That the expenses, were two and two-tenths per cent, 
greater, for the last, than those of the previous year. 

6th. That the expense, per mile run Ir^ the trains, was 
ten and one-tenth cents greater, and the expense per ton, 
or per passenger carried one mile, was two hundredths of a 
cent greater, than that of the previous year. 

These tables further show, that the expense of operating 
the road, including that of repairing the rolling stock and 
roadway, was fifty-two and four-tenthS per cent, of the re- 
ceipts for the whole year : fifty-one and five-tenths per cent, 
for the first quarter, sixty-seven and two tenths per cent, for 
the second, fifty-eight and seven tenths per cent, for the third, 
and forty-five €md four tenths per cent, for the last quarter 
of the year. 

That the expenses for repairs of the track, etc., were 
three and eight tenths cents per mUe run by the trains ; 
and for operating the road six and eight tenths cents more, 
during the last than the^ previous year. The cost per mile 
run, for repairs of engines, was five tenths of a cent less. 

That the chief part of the excess, in the repairs of the en^ 
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gmeHy ctoBf etc. (per mile run), ^rae inilie expense of repairs 
of the fieight engines and cars. 

That the greatest excess in the cost of operating, per mile 
ron, was in the expenses of the freight trains. 

That tlie chief part of the excess in the average expense 
of transporting a passenger, or a ton of freight, one mile, was 
in Ae item of repairs of the track. 

That the expenses of operating the road, per mile nm by 
the trains, during each montii of the last year, were greatest 
in the months of December, January, June and July consecu- 
tively, and that the excess of the expenditures, during these 
months, was in the pay of office clerks and empbyes on the 
road ; and in the repairs of engines and cars, in the two 
winter months, and in the repairs of the track, etc, in the 
summer months. 

It thus appears^— 

That the business has increased nearly thirty per cent, the 
increase being greater in freight, than in passengers. 

That the passenger and freight trains, and the mileage 
of passengers and freight, have been greater for the last 
than the previous year. 

That the cost of transportation has been reduced, during 
the latter part of the year, though for the whole year it does 
not show any material difference from the previous one ; and 
that a much larger sum has been expended in the repairs of 
the track and madhmery, from which it would be inferred, 
(as is the fact) that the road and equipment is in better con* 
dition than it was at the end of the previous year. 



COMPARISON OF THE COST, REVENUE AND EXPENSES, OF 
THE NEW YORK AND ERIE WITH OTHER ROADS. 

The ann^ted tables give— 

Q. — The cost, revenue, expenses, and busmess done, on 
the New York and Erie, and the I^ew York Central line, 
(including the Hudson Biver Bailroad,) from Buffido to New 
York, for the year ending September 30th, 18£®* 
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B.*— The cort in detail, per nayOle nm b; Hk^imm ^ tbe 
same roads. 

These tables show — 

That the whple length and expenditure on the Erie and 
the Central, (including the Hudson River,) were nearly the 
same. 

That the cost of the road and equipment of the Erie, has 
been about five thousand dollars, per mile of smgle track, 
more than the Central 

That the number of passengers carried one mile on the 
Centod, was more than twice the number carried one mile 
on the Erie ; and that the tonnage of freight carried one mile 
on the Erie, was nearly twice the tonnage carried one mile 
on the Central 

That the receipts of the Central exceeded those of the 

Erie, thirty per cent, and the expenses twenty^one per 

cent. 

That the cost per mile run by the passenger trains, on the 

Central, exceeded that on the Erie seventeen per cent ; and 

that the cost per mile run by the freight trains on the Erie, 

exceeded that of the Central, nine per cent : a larger number 

of passei^rs and a less amount of freight being carried|in 

the trains on the Central, than in those on the Erie, 

That the cost per mile of the Erie, compares fevoraWy 
with the cost of the New England roads, iand of the Balti- 
moce and Ohio Bead. 

That the cost of operating, per mile run by the traiiwf,is n / / 
less than that of nearly all the New England Beads quoted, !/ // / 
and is generally less for fael, and more for repau» of ma- | j vL 
chinery. ' 

That the expenses, form a larger per centage of the earn- 
ings of the Erie, than on most of the roads quoted, and also 
that the earnings per mile of road, are less on the Erie than 
on the majority of the other roads; but, that the increaaed 
business c£ the last year on the Erie, has made its eomii^ 
per mile, nearly equal to those of any oth^, and thut the 
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dtminighed expenses of transportatioi^ during the last half 
year, and the increased tariff of charges, famish a guaranty, 
that hereafter, the per centage of the expenses, to the earnings, 
will compare favorably with that of any road, the circum- 
stances of which are similar. 



Vm. — ^THB PRESENT 0BGANI2ATI0N AND MANAGEMENT. 

The Board of Directors have stated meetings, on the third 
Wednesday of each month, and at other times, when called 
together, for the transaction of special business. 

The President and the Executive Oonunittee, perform all 
the legislative business, during the recess of the Board of Di- 
rectors, and report their proceedings at the stated meetings. 

The President is the chief executive officer, and all of the 
operations of the work, are performed under his immediate 
direction. 

The Chief Engineer has charge of the construction of new 
work, and is aided by two superintending Engineers, and a 
number of assistants ; one of these Superintending Engineers, 
however, also performs the duties of Division Superintendent. 

The work of construction is so nearly completed, that the 
Engineer department will soon be disbanded. 

The transportation department is placed imder one Greneral 
Superintendent, an Assistant Superintendent, five Division 
Superintendents, one Greneral Freight and one Gteneral 
Ticket Agent. 

There is also a Treasurer, a Secretary, an Auditor, a 
General Land Agent, a Store-keeper, a Book-keeper, and a 
Chief Cleik 

The financial embarrassment, imder which the enterprise 
has been prosecuted, and the great importance of the work 
of construction, and the attention which was bestowed there- 
on, during its progress, have necessarily embarrassed the 
nuuu^ement of the running of the road, the latter having 
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been treated as of secondary importance, wMe the fonner 

was under way. 

The former may now be regarded as substantially oom- 
pleted, and the work is relieved, not only from the cost of the 
employment of two sets of officers, but also fixon their frequent 
conflicting operations, which necessarily retarded and em- 
barrassed each other, and enhanced the cost of both. 

In the early opening of the road, as one of the great 
thoroughfitres between the east and west, it was necessary to 
make it known to the travelling and trading pubUc. Its 
great rival had long been known as the only through rout^-— 
first as the Indian path, afterwards as the main stage route. 
To these succeeded the increased comfort and ease of Canal 
packet boats, and finally, the first great line of railroads. 
During the latter of these periods, the increasing speed, com- 
fort, and economy of the steamers on the Hudson, formed no 
inconsiderable inducement to the traveller taking the Central 
route. 

Under these circumstances, it became indispensable for 
the New York and Erie Bailroad Company, to use the 
greatest exertions to make their route favorably known at 
the West, to overcome prejudices, and to offer superior in- 
ducements, in comfort, promptness, and cheapness of trans- 
portation. 

These efforts were necessarily attended with increased ex- 
penses, while the resulting benefits were tardily received. 

They have, however, now placed it in such, a favorable 
light before the public, that many of these expenses have 
become unnecessary. 

Two subjects have engaged the particular attention of the 
Directors during the past summer — ^the reduction of the ex- 
penses of operating the road, and the increase of its re- 
ceipts. 

It was deemed that the first of these could be effected by 
the establishment of a system, by which the managers could 
ascertain the value received for all the expenditures made ; 
by exacting a rigid accountability therefor, and by imposing 
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a check on impiovidance, ia the lequiiemeiit of estimates in 
adyance for all proposed expenditures. 

The value received can be ascertained, by comparisons of 
the expenses of the various operations with those of other 
Bunikr roads, and with the several divisions of the road 
itself; and the expenses of the different conductors, engine- 
men, etc., with each other. 

Buch comparisons would naturally lead to an examination 
of any increased cost, in any particular operation, upon any 
division of the road, or on the part of any operative ; and the 
cause being known, the remedy is easily applied. The effioct 
of such investigations, is to incite the officers and subordi- 
nates to greater watchftilness and economy, to obtain from 
them suggestive remedies, and to create an emulation, among 
those of the same class, to so conduct the affidrs entrusted to 
their charge, as to secure the approbation of their superior 
officers, who, they know, have the means of determining with 
accuracy their relative merits. 

By requiring estimates in advance of proposed expendi- 
tures, the heads of departments are compelled to exercise 
their diacretion, in authorizing ev^ expenditure, and this 
they do, with the knowledge, that this discretion wiU also 
pass under the review of, ai^ be commented upon, by their 
superiors, and that the estimates will be compared with the 
actual cost. 

To carry out the above views, the Executive Committee, 
in August last, passed the following resolution : — 

^^ The Chief Engineer mx«t present to the President, quar- 
terly, the expense of constructing, maintaining, and opera- 
ting the road, as compared with other slmileur roads. 

^^The Superintendent must present to the President, 
monthly, the comparative expense of maintaining and ope- 
rating each division of the road, and for each class of service, 
and the same in detail quarterly. 

<<The Division Superintendents must report monthly, throu^ 
the Superintendent, to the Premdent, the comparative ex- 
pense of running the different trains, by different conductcnrs 
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and engineixkQD, of fuel^ oil, etc. Also the service performed 
hy the engines, the actual running and loss of time^ and the 
cost of repairs thereon. 

"The Auditor must report monthly, to the President, the 
amount of the estimates, of the proposed expenditures, by the 
dijQferent officers, and also a statement, showing the estimates 
for, and the actual expenditures made, during each month. 
"The Ohief Clerk must report monthly, to the President, 
the amount of receipts from the dijQferent sources, and quarter- 
ly, the amount of receipts from each important station, of 
each service." 

The personal inspection of the work, by the members of 
the Board, and the close investigatiops which they have in- 
stituted, have enabled them to reduce the current expenses, 
without (as they believe,) lessening the efficiency of the 
worjks. They are happy to add, that they have generally 
found a cheerfrd acquiescence and earnest support, in carry- 
ing out thjBse views, on the part of the officers and the sub^ 
ordinates of the Company. 

So much has already been accomplished, that the Board 
feel assured, that the result of the next year's operations 
will be gratil^g to the Stockholders. 



THE TBXEGRAPH. 

As has been previously stated, the Company has in ope- 
ration four himdred and ninety-seven miles of Telegraph, used 
exclusively for its own business, and fifty-two offices, and 
has sixty-five operators employed. 

ISo expenditure which has been made on this work has 
proved more profitable than that made for this purpose. 
It has added to the safety of the passengers, and has given 
a feeUng of security, to the naanagers and operatives of the 
road, against a large class of accidents, to which, without it, 
they are peculiarly exposed. 

When aocidents do occur, information is communicated 
5 
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immediately fix)m the nearest station, and assisting engines, 
cars and men, are dispatched with the greatest promptness: 
thus saving in every instance the loss of considerable time 
and expense, besides the advantage of communicating the 
intelligence to all approaching trains, and avoiding the fur- 
ther damage, which has proved so disastrous on some other 
Boads. 

By the rules of all well managed Bailroads, freight trains 
are required to lie by, when they approach the stated time 
for the passage of passenger trains, and in like maimer all 
the trains moving in one direction, on a single track, are re- 
quired to lie by for the trains from the opposite direction. 
During particular seasons of the year, on certain days of the 
week, and on special occasions, some of the trains are so 
heavily laden on every road, that they cannot make 
the regular time between stations. In these cases, with- 
out the use of the Telegraph, all other trains moving on 
the Eoad would be correspondingly delayed. By means 
of the Telegraph, however, the chief part of the delay in 
the other trains is obviated, as they can, with perfect certain- 
ty and safety, be moved forward to advanced stations for 
passing, and thus save tlje expense and inconvenience of 
tedious delays. 

By means of the Telegraph, the Superintendent, at what- 
ever station he may happen to be for the time, is able to 
place himself in direct communication with every other sta- 
tion on his line, learn the position of every train, and direct 
the movement of each, with greater precision and safety than 
could be done by any of the regulations which have been es- 
tablished on other roads. 

Such regulations, however, are always observed with the 
same care on this, as on other roads, and the Telegraph is 
only permitted to be used for this purpose, when the trains 
have become deranged, and then only by one person, on each 
Division, specially authorized to perform this duty. 

In the transmission of all important orders by Telegraph, 
there is a standing regulation, which requires that the person 
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to whom the order is sent, shotild telegraph back ^he predae 
terms of the order, as it was received by him, and thus one- 
of the causes of error is obviated. 

There are many other incidental advantages, arising firom 
the use of the Telegraph, which are so obvious, that it is 
unnecessary to mention them. 

There are run daily, each way, over the road, three Express, 
and one Mail Passenger Trains, and a Way Passenger Train, 
on the Eastern, and another on the Susquehanna Divisions, 
and eight Passenger Trains, from Jersey City to Paterson. 

There are also run daily, each way, four regular Freight 
Trains, on the Eastern, and two on each of the other divi- 
sions of the Road, besides Extra Trains, which are run daily, 
in the time of the regular Trains. 

The relative capacity of the different sections of the road, 
will be practically understood, by a statement of the size of 
the loaded freight trains, as they are made up on the dif- 
ferent divisions. The same Engine will haul, with the same 
ease, sixteen cars on the Western Division, forty on the Sus- 
quehmma Division, twenty-five over the Delaware Division, , 
(with the exception of a short distance where an assisting 
engine is used,) and fourteen over the Eastern Division. 

Freight trains generally travel twelve miles per hour, 
and Passenger trains thirty-five miles per hour. The former 
are usually kept a quarter of an hour out of the way of the 
latter, and hence, they can run on the average but about 
twenty miles on a single track, without lying by for the 
passage of the other trains. 

This requires a large number of turnouts, and would ma- 
terially limit the distance which a freight train can run per 
day. To avoid this inconvenience, the freight trains are 
generally run at night as well as by day. 

The cost of transport on Kailroads doing a mixed busi- 
ness of passengers and freight, and especially, when the busi- 
ness is chiefly local and distributed over a considerable 
length of road, is not duly appreciated by a large portion of 
the community, and even by some of the managers of our 
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faalfoads, who hsvB advocated the polioy of rednoed mtes 
for tt&nsportatiaii. 

The expense of transport depends upon certain conditionfl, 
which make the cost the same, or nearly the same, whether 
the number of passengers or the amount of freight, in each 
train, be large or small, and on other conditions, which 
render the cost proportionate to the amount of boaness 
done. 

Of the first conditions, are the following : — 

The interest on the cost of the work, and taxes. 

The natural decay of certain portions of the work, and 
equipment. 

That portion of the maintenance of the track, and the 
repairs of the machinery, due to the effect of the running of 
the engine and a portion of each train. 

The salaries of managers, agents, staticm men, and a 
considerable portion of the. clerk hire. A portion of the 
train expense, such as that of the conductor, baggageman, 
engineman, fireman, the firing up of the engine, the waste 
of fiiel at the end of its journey and at the stopping 
places, and the cost of moving the engine, tender, and bag- 
gage car. 

Of the second conditions, are the additional wear upon 
the track and machinery, and the cost of hauling the addi- 
tional weight of the train, and the services of additional 
clerks, station attendance, and brakemen. 

The irregularity in the number of passengers, and the 
amount of freight at different periods, requires that provision 
should be made for the conveyance of the greatest number 
and amount required. The decay of the extra equi{flnent re- 
quired to do this extra amount of business, and the inte- 
rest on the cost thereof, are in most cases important items 
of expense. 

The spirited competition between many of the rival lines, 
has led to the adoption of an increased speed, of the passen- 
ger trains, without duly considering the addilaonat cost 
which it entails. 
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The repairs of the track and machineiy^ and the cost of 
fuel, which together form one half of the expense of running 
trains, are increased nearly as tl^ square of the speed, and 
considering the greater liability to damage and accident, 
under high velocity, the whole cost of running, must be re- 
garded as much greater than the direct proportion be- 
tween the rates of speed. The charges for transport must 
therefore be materially raised, when the speed of trains is 
increased. 

The active competition which has been maintained be- 
tween many of the Bailroad Unes in this country, has in many 
cases reduced the prices for the conveyance of passengers 
and fifeights below fair remunerative charges. To remedy 
this, a Convention was held at Buffido, in June last, between 
the Michigan Central, and Southern, the Mad Biver, the 
Cleveland and Cincinnati, the New York Central, and the 
New York and Erie Bailroad Companies, and the Steam- 
boat lines on Lake Erie, which finally resulted in the 
establishment of equal rates of fares and freights between 
New York and all places on and west of Lake Erie, and a 
limit to the rates of speed through this State. 

A careful revision of the local passenger and freight tariff 
has also been made, and such increased charges established, 
as were necessary to meet the increased cost of labor and 
mateiialB required for Bailroad transportation, and the in- 
creased speed of the trains. 

The increased charges are equal to about twenty per cent 
on both passengers and freight. 

The natural increase of trade and travel, and the high 
prices which now prevail for agricultural products, have pre- 
vented the increased charges, from diminishing the amount 
of business done, or from imposing onerous burthens on those 
who have used these Bailroad lines. Those who have shared 
so laj^y in the benefits which have resulted from the 
construction of the road, should be willing to do justice to 
others, who have risked so large an investment, by paying 
remunerative prices. 



54 




I 






m III |lii I 



I 

I 



I 




X,— THE PBOBABLZ* rUTURB B; 

TheeiBtiixiatesoftlie prospecth 
agers of this work hove heretofore 
fallen short of those actually recei 
remarkable coincideiKse. 

The constant increase of the btu 
ways exceeded the capacity of thel 
and this has undoubtedly hmited i 
haye isken pkoe^ if the Company h4 
number of Engines, Cars, etc. . . > • - 

The fcdlowing estimates of the prospective revenue, which 
have been made, from time to time, by the Directors, are 
given, and compared with the amount of the actual receipts 
for the several periods stated. 

The estimates which were made in February, 1851, were 
as follows: — 



JPor the year 1861, \ ^ ^^^ .jy* 
estiinated Beceipts . } »2.771.888 

1852,.. a.786.198 

1858,.. 4.000.000 



(c i( a , tt 



It II u 



$10,606,581 



Actual Receipts. 



..$2,778,199 58 
" 3.694.701 07 



NoT.&neceBfc'd \ 4,800,000 00 



$11,267,900 65 



The same degtee of accuracy in the; amount of the pro- 
spective revenue, cannot always be expected; but the Direc- 
tors feel ipuch coofid^ce in expressing the beUef, that the 
receipts for the ensuing fiscal year will not fall short of five 
and arhalf millions of dollars. 

The estimate of the expenses, based upon a given amount 
^f business, can be determined with more precision than the 
reaeipts ; with the amount of receipts above stated, the Di- 
Irectors ai^ of the opinion, that the transportation expenses, 
yriJi not exceed twa millions five hundred thousand dollars. 

These stat^nents show that the earnings of the road, will 
pay the interest on the debt, and continue satisfactory divi- 
dends to the Stockholders. 

From the preceding statement, in reference to the resour- 
ces of the road, th^ Directors entertain a firm conviction, 
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d busineBS will continue to increase for many years, 

^ that if its affidrs are managed with economy and judg- 
ement, it will prove to be one of the safedt and most i«ro- 
.ductiye investments in the country. 

In the foregoing review of the operations of the work en- 
trusted to our direction, we have endeavoured to present in 
a clear light all the ciroumstances in its past history and in 
its actual condition, necessary to form a ju«t idea of its po- 
sition in relatk)n to the great business interests of the com- 
munity ; and to furnish the data for a correct estimate of 
its ftiture resources, and of its character as a financial in- 
vestment. 

The &ct8 stated therein, and the conclusions arrived i^, 
may be briefly summed up, as follows : — 
- The New York and Erie Bailroad is a work ai greater 
magnitude than any hitherto constructed by pivate entei^ 
prise in this country. It has been carried on through the 
most formidable financial difficulties, as well as those arising 
from the nature of the country it was obliged to traverse, 
and has, by its final andsuccessfrd completion, frilly vindica- 
ted the correctness of the views of its far seeing and saga- 
cious projectors. 

It has been placed on the inost favorable line that the 
topography of the country afforded, and the natural features 
of that country present almost insurmountable bcurriers to 
the construction of a competing line, while, at the same 
time, they compel all the lateral roads whidi are built to 
become tributary to it. 

The works have all been constructed in the most per-- 
manent and substantial manner, and it has now been so 
long in operation, that any defects, existing in its original 
structure, have become known and have been c(»rrected, and 
future expenses from this source must therefore be com- 
paratively light. 

More than one half of its receipts are derived from freight^ 
and its business is chiefly from the local territory through 
which it and its tributaries pass, which territory is as yet 
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veiy imperfectly developed^ and will always prove a source 
of laige revenue which cannot be diverted. 

Its tributaries have no other outlet, and they and the 
main trunk, open into different regions, having greatly di- 
versified products, the necessary interchange of which will 
always form a large source of revenue. 

It lies on the line of the greatest thoroughfare of trade 
and travel on the Continent, and must share largely therein. 

Its management has been placed on a new basis by which 
itjs efficiency wiU be increased, and its expenses reduced, 
while the annually increasing business, and the higher 
tariff of charges for freight and passengers, recently adopted, 
will together secure to the Stockholders an ample return 
for their investment. 

The expenditure which has been made, has given the 
Boad sufficient capacity to enable it to perform a business, 
largely increased beyond that now done ; whenever that 
increased business demands additional facilities, that cir- 
cumstance will furnish a guarantee of an ample return for 
such further expenditure as may then be required. 

Its finances are now established on a safe and firm basis, 
and its revenue may be regarded as certain to prove the in- 
vestment a very profitable one. 

Its cost, revenue, and expenses, already compare favorably 
with those of any of the great lines of Bailroad in the 
United States, and its prttepects for the future, are as pro- 
mising as its warmest Mends could hope for. 

AH of which is respectfully submitted. 



HOMEB BAMSDELL, 
SAMUEL MAKSH, 
HENRY BHELDEN, 
WILLIAM E. DODQE, 
SHEPHERD KNAPP, 
CORNELIUS SMITH, 
THOMAS J. TOWNSEND, 
MARSHALL 0. ROBERTS, 
CHARLES M. LEUPP, 



GOUVERNEUR MORRIS, 
NELSON ROBINSON, 
WILLIAM J. McALPINE, 
DANIEL DBEW, 
EDWABD C. WEEKS, 
ALANSON BOBINSON, 
JOHN ABNOT, 
AMBROSE S. MURRAT. 



SCHEDULES REFERRED TO 
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SCHEDULE A. — Gokstbuotion Aoooukt. 



OH WHAV AOOOURT 



5Jf 

1^ 



Gitdiiy,.--- 

Laiid,.........^. ........ ..... 

XnginecriiVt »'•-'— .— — .~. . 

Sfaehia* and Woifciliopi, ....... 

MftBhinax in ffliops, ........... 

Freight and PaaaenMr Depots, .. 
Water Stations and wood Shedi, 
LoeomotiTea and Tenders, .... .. 

Ipu: and Baggage Oaxs, 

tOan,. 

Iron, 

Steamboats, Barges, Ac 

Dnane-street Pier, 

Depot West-street and 

DanUric Harbor ' 

TelMnaph,... ......................... ... 

Diseoont on First Mortgage Bonds, 

Interest on Do. to lfaji4, 1846,, 

Discount on Second Mortgage Bonds, .. ... 

Do Ino^Bie do....... 

Do Oonyertlble (1871) do 

Do do aWSOdo 

Do BcTen per cent Certificates, . 
Constrnetion prerioos to 1846, 

•Tota]%..- .^. — .. -.,— 



|10;097,780 64 

440,146 17 

87,986 66 

171,4iO80 

900,28118 

188,868 90 

466,474 80 

188,616 80 

1,840,087 20 

262,878 78 

1,160,864 06 

78,700 91 

1,686,480 47 

2,807,366 46 

180,011 00 

12,878 86 

88,044 61 

10,660 00 

44,606 12 

278,684 80 

400,044 17 

461,074 61 

267,680 47 

861,802 70 

881,666 60 

84,867 00 

1,961,616 18 



461,210 07 
82,140 48 
80,788 40 
80,88146 
94,676 94 
88^647 84 
98,94168 
67,887 08 
66,8a4n 
12,06416 
60,780 84 

890,048 40 
03,626 60 

116,264 66 

806,860 68 
24,676 00 

4,Q20'60 
1,606 84 
6,886 67 



48119,000,619 97 
-" 2,874,tt8 0» 
M8M1» 18 
476,878 67 
148,068 00 
196,000 88 
288,778 07 
161,604 78 
618,888 87 
964,0li91 

i,a62,on4& 

822,660 62 

1,470,402 46 

172,326 71 

1,661,604 18 

8,764,216 08 

906,686 90 

12,878 86 

02,074 01 

12,066 74 

60,08160 

278,634 80 

400,044 17 

461,074 61 

267,680 47 

861,802 70 

881,666 60 

84,867 00 

1,861,616 13 



96^71,789 77 4,661,1«1 44 81,^884 21 



111 the Beport qutdAto.the L^giilaitare, for the jvsr ending Septei»b« 80, 1861, this 
•mooat was enoiMoaslj stated as $94,098,868 90, whereas It shovld haim been 
$98,010,886 ^ being a dilBBNoee of $919,479 OC The error, or cmisrinB, arose from 
charging the intenst paid dutag the year 1861 on the stock and debtof the Ooupanj, di- 
reetto ^'Intmst Account" instead of charging H to " Timasportotion'' or "• Nit Berenue" 
Aoeonnt ; and reporting the gross amount of interest paid, instsad of the balance of inte- 
rest The above amount. $079,472 04, being the bslatnee of «' Ttwisportation," or N«t Bere- 
nne, for the year ending September 80, 1861, and should have been canied to the credit of 
"Interest Account" before the books were closed, but was not done so untQ after the 
Beport for 1869 was made, thus carrying the same error into the next Beport The 
amount reported for 1869 was $27,661,206 71, but should haye been $96,671,789 77, as per 
aboTO Table. 

The total amount of interest paid for the year ending 80th September, 1861, was 
$1,986,676 67, from which should be deducted the net rerenue, $079,479 01^ leaving a 
balance of $286,109 78, chargeable to Oonstruction, for interest on Stock, as per terms of 
snbscriptlott, the road not haring been opened to DunUifc till May, 1861 ; and interest at 
the rate of six per cent per annum was paid on the Stock up to July 1, 1861, from which 
time the diTidends eomwwwe. 
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SCHXDCIiE B. 



MiTEXUi^ iwv Fvn. oir baxp. 


FrKDCD DCST^ 


Pal^imuti fiUo|>, 

iSUuira Shop, 


...S3.7ft584 

, , 14t*:e97 02 
...50;OS8S7 


1 iBtMcftea^e Boads. . . 

!3d - - .. 

, looonue Boedb. ..*.., 

CoDTertible B'da 1871. 

]fort«;aeeBaidml888, 
7 pa* ceDt. Gertificalies, 


$3,000,000 00 

.4,000,00000: 

,2.649,000 00 
.<351,O00O0 
.3,500,000 UU 
.2470,000 00 
..508,868 90 


Printinr OttitH, 


6,72448 


0«>end Supply Store, 

OfiLiDeafBMd^ 

Fttel 


...21,65815 
..244,58081 
.. 254,41858 










1^795,46228 


20473^668 90 



Bills Payable. 



UlfADJUSTEO ACCOUHTI. 



Due on demand, .... 
" October 1858,... 
November" ... 
December " . . . 
Jaaoaay 1854, . . 
Febnuoy " 
litfch " . . 
April " .. 

May " . - 

June " . . 

London " . . 
February 1860, . 



... 9,00000 
475,252 79 
796,731 93 
725,759 37 
258,869 71 
.28,70478 
. 16,11824 
. 16,06407 
.. 26,08982 
.. 17,00833 
164,22274, 
.40.00000 



$2,573,821 73 



Sundiy bad A, doubtftil 
debtB, 

Aflher Tykr, QeiL Land 
Agent, 

Steamer Niagara, 1858, 

Wm. Jenap, 

L. Erie Steamers, 1858, 



Less sundry old uncol- 
lected fFght accounts 



17,22409 



... 1,07856 
... 4,91845 

10000 

..77,07571 



100,89181 
. 17,08524 



$83,80657 
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SCHEDULE (G.) 



New York station 

Express Freight Office. 

Bmigrant Agency 

Depot Unclaimed Fr'ght 

Milk Agency 

American Express Co . . 

Jersey City 

Aquackanonk 

Paterson 

Hohokos 

Pier 

Piermont 

BlanYeltYille 

Glarkstown 

Spring Valley 

Monsey 

Sufiem 

Ramapo 

Sloatsbnrgb 

Southfields 

Turners 

Monroe 

Oxford 

Newburg 

WashingtonTille 

Cbester 

Goshen 

Hampton 

MiddQetown 

Howell 

Otisville 

Delaware 

ShoholA 

Lackawaxen 

Mast Hope 

Narrowsburg 

Cochecton 

Callicoon 

Hankins 

£qiiinimk 

Stockport 

Hancock 

Deposit 

Susquehanna 

Great Bend 

Kirkwood 

Binghamton 

Amomit carried forward 



$69,473 
298 
309 

308 
317 

378 

93 

3,066 

6 

11,103 

245 

331 

107 

97 

81 
256 
247 

71 

89 

134 

227 

236 

5,694 

19 
211 
228 

42 

930 

1 

28 
443 

61 
5 

28 
585 
143 
146 

22 

55 

3 

500 

235 

329 

2,663 

31 
566 



100,413 66 



Amonnt brought forw'd 

Union 

Campville 

Owego 

Tioga 

Smithboro' 

Barton 

Waverly 

Chemung 

Wellsburg 

Ehnira 

Big Flafai 

Coming 

PaintedPost 

Addison 

Rathboneville 

Cameron 

Canisteo 

Homellsyille 

Almond 

Alfred 

Andover 

Genesee 

Scio 

Philbpsrille 

Belridere 

Friendship 

Cuba 

Hinsdale 

Clean 

Allegany 

Great Valley 

LitUe Valley 

Cattaraugus 

Dayton 

Perrysburg 

Smith's Mills 

Forestville 

Dunkirk , 

Dunkirk Ticket Office 



Passaic Bridge 

Hale's Eddy.. 

R F. Stagg 

Condnetors 

Crenenl Ticket OOee 

Irie Staftiott 

Cleveland 

Stonaer J. P. Smitii 



-. 35 
.. 4T 

.. 60 
60 96 
48 .. 
406 36 
370 50 
4 



100,413 66 
281 58 

77 09 
562 04 

23 36 
479 99 
113 76 
761 37 

44 83 

347 42 

722 84 

2 12 

1,438 46 

76 78 
262 77 

85 01 

32 &i 
205 83 
968 44 
104 91 

57 58 
152 56 
314 45 

38 53 

97 29 
215 13 
142 95 
2&7 38 
242 64 
379 02 
412 49 
238 70 
1,574 34 
2M 02 

26 35 
7 95 

64 14 

176 24 

12,862 05 

7 96 



124,526 66 



888 48 
123,638 18 



TABLES REFERRED TO 



FOREGOINa REPORT. 
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.(D.) 

Statement shomng the length of Bridging on the New York 
and Erie Railroad and Branches, September 30, 1853. 



Division. 






h 









§|s 



lis 



Newburg Br'ch 

Eastern 

Delaware 

Susquehanna . . 
Western .' . 

Union R. B . . . . 
Totals, . . . . 



1,184 
670 

1,299 
608 



170 



165 
784 
167 
2,064 
583 



188 

164 

382 

2,000 

1,268 



512 

820 

2,229 

6,226 

284 



858 
979 
683 



865 

3,430 

4,427 

12,262 

2,743 



3,761 

188 



170 
166 



3,703 
636 



4,002 
56 



9,571 
564 



2,520 



23,727 
1,610 



14 
5 

10 
6 

35 



3,949 



336 



4,3 



4,058 



10,135 



2,520 



25,337 



70 



Of the above ^ the nwmber of feet of Bridging on Second TVack^ is as follows i 



Eastern Div'n, 
Susquehanna,. 
Union R.R... 

Totals, 



442 
187 



629 



85 



85 



867 

897 

52 



1316 



82 
890 



972 



160 
1,862 

282 



2,304 



172 



172 



1,308 

3,836 

334 



5,478 



CULVERTS. 

Union Railroad, 5 Arch, from 

" 16 Box, from 

Newburg Branch, 4 Arch, from 

" 10 Box, from 

Eastern Division, 25 Arch, from 

'' lid Box, from 

Delaware Division, 26 Arch, from 

" " 186 Box, from 

Susquehanna Division, . . 46 Arch, from 

" " .... 79 Box, from 

" " ....68 Open do. ..from 

" ** 112 Drains, &c. from 

Western Division, 2 Arch Culv'ts 



. 1 
. 3 
. 1 
. 2 
. 8 
.41 



do 
do 
do 
do 
do 
do 



from 



152 
35 
86 



feet 
feet 
feet 



" ....197 Box Culv'ts from 

73 Open drains, J 
" sluices, andv 

cattle passes ) 
Viaduct, 8 Arches 30 feet 
" 1 " 15 " 

3 " 2 of 15 



6 to 12 Feet Span. 

2 to 4 

6 to 15 

li to 3 

6 to 40 

1 to 4 

6 to 15 

1 to 4 
8 to 15 

2 to ,4 
6 to 20 
2 to 6 

80 

25 

15 

14 

12 

10 

4 to 10 
2 to 5 



6 to 12 
span each, 
feet, & 1 of 20 feet Span. 
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(E.) 



DELAWARE DIVISION. 



1 


Use. 


1^ 
o*3 


1* 


p 


1 

8 
1 


ll 


Present Condition, 

and 

Remarks. 


12 


Freight, 


193 82 


2900 01 


3093 83 


3860 


80.00 


Waiting crank axle. 


14 


do. 


680 57 


356 22 


1036 79 


17376 


6.00 


Wants repairs. 


17 


Passengers, 


852 44 


1002 14 


1854 58 


20099 


900 


Good. 


19 


do. 


843 89 


2565 96 


3409 85 


22937 


15. 00 


do. 


21 


do. 


1531 47 


794 47 


2325 94 


30242 


. 7.66 


do. 


24 


Freight, 


891 36 


703 27 


1594 63 


18171 


8. 66 


do. 


26 


do. 


555 35 


2228 92 


2784 27 


1J1039 


25.25 


do. 


28 


Passengers, 


1145 43 


640 19 


1785 62 


26584 


6. 75 


do. 


37 


do. 


386 42 


5918 42 


6304 84 


16928 


37.25 


do. 


40 


Freight, 


539 81 


1530 11 


2069 92 


15468 


13.33 


Fair. 


41 


do. 


778 64 


1789 66 


2568 30 


22104 


11.50 


do. 


43 


do. 


1088 07 


990 57 


2078 64 


19262 


10.75 


Good. 


51 


do. 


776 74 


2911 45 


3688 19 


12844 


29.00 


Waiting crank axle. 


56 


Passengers, 


782 21 


1208 53 


1990 74 


26341 


7.50 


Good. 


57 


Freight, 


438 84 


478 19 


917 03 


12447 


7-33 


Under repairs. 


58 


do. 


381 07 


462 77 


843 84 


11301 


7.50 


do. 


59 


do. 


474 46 


1457 93 


1932 39 


11077 


17.50 


Good. 


60 


do. 


573 38 


1396 22 


1969 60 


9932 


20.00 


do. 


61 


do. 


864 58 


1933 05 


2797 63 


15132 


1866 


do. 


62 


do. 


934 72 


1154 02 


2088 74 


18225 


11.50 


Wants repairs. 


66 


Passengers, 


848 57 


1612 19 


2460 76 


19669 


12.50 


Fair. 


68 


Freight, 


843 12 


1965 85 


2808 97 


15636 


18. 00 


Good. 


71 


Passengers, 


992 37 


2591 65 


3584 02 


21941 


16. 25 


Fair. 


91 


Gravel, 


372 18 


349 00 


721 18 


11354 


6.00 


Wants repairs. 


101 


Passengers, 


257 84 


1019 81 


1277 65 


28468 


4.50 


Good. 


102 


do. 


912 14 


1485 98 


2398 12 


32924 


7.00 


Under repairs. 


106 


Freight, 


920 60 


1160 75 


2081 35 


17814 


11.50 


Good. 


108 


Pass. A Fr'gt, 


1005 17 


967 20 


1972 37 


18486 


10.75 


do. 


113 


Freight, 


282 56 


2800 09 


3082 65 


20571 


15.00 


do. 


115 


do. 


898 80 


1503 21 


2402 01 


18295 


13.00 


Under repairs. 


133 


do. 
Totals, 


720 96 


952 32 


1673 28 


12158 
569448 


13.50 


Fair. 


23463 66 


49205 45 


72669 11 


12.76 
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(E.) 



SUSQUEHANNA DIVISION. 



1 






wc 




§ 


a2 


Present Con- 


§ 




®'3 


« 


2.-§i 


dition and re- 




Use. 


V 


o 1 


1^ 


S 


Cost of 
perM 
inCen 


marks. 


10 


Gravel, 


148 00 


1370 90 


1518 90 


9444 


16.08 


In good order. 


16 


Freight, 


271 33 


1868 49 


2139 82 


13672 


15 


65 


In fair order. 


16 


do. 


1038 06 


769 00 


1807 06 


14206 


12 


72 


In good order. 


20 


Passengers, 


1225 33 


2372 87 


3598 20 


2713B 


13 


26 


Wants repairs. 


22 


Freight, 


584 45 


1103 42 


1687 87 


15184 


11 


12 


Under repair. 


23 


Passengers, 


922 26 


2013 95 


2936 21 


27577 


10 


65 


Wants repairs. 


25 


Freight, 


740 77 


2327 61 


3068 38 


1B762 


16 


35 


In good order. 


27 


Passengers, 


1602 0% 


552 76 


2155 42 


2S694 


7 


52 


Wants repair. 


29 


do. 


565 86 


1982 72 


2548 58 


30892 


8 


25 


In good order. 


36 


do. 


873 09 


1631 67 


2504 76 


23309 


10 


75 


do. 


38 


Freight, 


629 03 


1219 33 


1848 36 


12651 


14 


61 


Wants repairs. 


45 


do. 


996 54 


813 79 


1810 33 


18516 


9 


78 


do. 


47 


do. 


692 75 


792 81 


1485 56 


16651 


8 


92 


In good order. 


52 


Passengers, 


861 08 


1834 58 


2695 66 


20631 


13 


07 


Wants repairs. 


53 


do. 


949 79 


915 29 


1865 08 


14788 


12 


61 




63 


Freight, 


700 75 


917 14 


1617 89 


20129 


8 


04 


Under repairs. 


65 


do. 


441 21 


1079 08 


1520 29 


15584 


9 


75 


In good order. 


70 


Passengers, 


809 13 


2381 82 


3190 95 


25461 


12 


53 


do. 


84 


do. 


846 67 


1661 63 


2508 30 


9235 


27 


06 




85 


do. 


424 10 


2681 02 


3105 12 


8029 


38 


65 


do. 


86 


Freight, 


953 97 


723 98 


1677 95 


21657 


7 


75 


In ordin'y rep'r. 


87 


Passengers, 


803 00 


528 19 


1331 19 


25848 


5 


15 


Flues bad. 


92 


do. 


996 92 


667 99 


1664 91 


25387 


6 


56 


do. 


93 


do. 


1274 62 


1865 24 


3139 86 


21344 


14 


71 


do. 


94 


do. 


1119 83 


468 12 


1587 95 


25930 


6 


12 


do. 


95 


do. 


665 69 


1059 50 


1725 19 


21837 


7 


90 


do. 


96 


do. 


1752 81 




1752 81 


25730 


6 


81 


do. 


98 


do. 


1066 12 


466 10 


1532 22 


23972 


6 


39 


do. 


112 


do. 


888 71 


1118 77 


2007 48 


20321 


9 


88 


In good order. 


114 


Freight, 


598 98 


2084 14 


2683 12 


18648 


14 


39 


do. 


116 


do. 


762 77 


2562 63 


3325 40 


20244 


16 


43 


Wants repairs. 


117 


do. 


885 89 


2562 99 


3448 88 


24278 


14 


21 


In good order. 


118 


do. 


890 75 


710 91 


1601 66 


24205 


6 


62 


do. 


134 


Gravel, 


414 36 


161 80 


576 16 


19440 


2 


96 


In fair order. 


135 


Freight, 


387 69 




387 69 


13990 


2 


77 


do. 


28784 97 


45270 24 


74055 21 


703384 


10 


53 



80 
WESTEEN DIVISION.— (E.) 



i 



72 
73 
74 
75 
76 
77 
78 
79 
80 
81 
82 
83 
90 
91 
96 
97 
98 
99 
119 
120 
121 
122 
123 
124 
125 
126 
127 
128 
129 
130 
131 
132 
136 
137 
138 
139 



Use. 



In shop, 

do. 

do. 

do. 
Freight East Diy. 
Aooommod. Train, 
Freight, 

do. 
Freight Train, 
Aooommod. Train, 
Freight, 

do. 
Passenger, 






1138 49 
653 38 
828 31 

1764 23 

1048 23- 
922 78 
447 70 
839 27 
348 10 

1459 41 
965 92 
902 48 

1647 74 



Passenger, 



In shop, 

Freight, 

Spare Engine, 

Shifting at H'ville 

Gravel, 

Acoom. and others, 

Shift'g lumber,<&c. 



Passenger, 

do. 

do. 

do. 
In shop. 
Passenger, 



Freight, 

Accom. and others. 

Totals, 



10 36 

766 00 

8 96 

945 43 

725 42 

293 39 

830 66 

633 76 

1174 65 

931 96 

231 39 

1145 67 

1854 37 

1110 33 

1367 48 

1366 40 

1598 29 

1237 80 

815 28 

708 29 

894 62 

862 25 



•I 



-I 



314 61 

96 70 

1312 62 

239 23 

726 61 

428 23 

745 75 

871 12 

139 30 

466 08 

67 88 

200 45 

333 24 

43 10 



319 42 



447 40 
300 80 

1561 18 
398 86 
526 01 
308 11 
636 18 
10 00 
605 87 

1496 35 

1561 63 
900 36 
867 91 

1170 40 
697 98 
670 88 
638 31 
726 29 
691 01 



32348 43 20118 66 52467 09 656226 



1463 00 
650 08 
2140 93 
2003 46 
1774 84 
1351 01 
1193 45 
1710 39 
487 40 
1925 49 
1033 80 
1102 93 
1980 98 
43 10 
10 36 
1076 42 
8 96 
1392 83 
1026 22 
1854 57 
1229 61 
1159 76 
1482 66 
1468 14 
241 39 
1751 64 
3349 66 
2671 86 
2267 84 
2234 31 
2768 69 
1836 78 
1486 16 
1246 60 
1620 81 
1443 26 



S ® « 
6t.B 



16440 
16238 
13842 

9322 
10476 
23270 
16441 
17188 
20116 

9899 
12108 
14155 
31036 



31940 



29962 
16166 
14434 
17641 
14932 
14974 
25539 
6387 
16881 
43234 
27681 
20964 
32607 
26486 
36421 
22146 
13914 
22015 
13383 



9 04 
4 00 

15 48 
21 49 

16 94 
6 

7 26 
9 96 
2 44 

19 45 

8 54 
7 80 
6 38 



3 37 



4 66 
6 39 

13 54 

6 97 

7 77 
9 90 

5 76 
3 78 

11 03 

7 75 
9 65 

10 77 
6 
10 45 

5 04 

6 71 

8 96 

7 36 
10 79 



8-0 



Present Con- 
dition and re- 
marks. 



Wants repairs. 

do. 

In good order. 
Being repaired. 

Wants repairs. 

do. 
In good order. 
Wants repairs. 
In good order. 

do. 

do. 

do. 

do. 

do. 

Wants repairs. 
OnSusqu'a Div. 
In shop. 
In good order. 
Wants repairs. 
In good order. 

In good order. 

do. 
Wants repairs. 
In good order. 

do. 

do. 

do. 

do. 

do. 

do. 

do. 

do. 
Wants repain'. 

do. 



EECAPITULATION. 



Name op Division. 



Union Railroad, 

Eastern Division, 

Delaware do. 

Susquehanna Division, 
Western do. 

Totals, 



Cost of ord. 
Repairs. 



12,717 34 
61,429 95 
23,463 66 
28,784 97 
32,348 43 



•148,744 36 



Cost of extra 
Repairs. 



3,078 62 
22,227 09 
49,205 45 
45,270 24 
20,118 66 



9139,899 96 



Total Cost 
of Repairs. 



15,795 86 
73,657 04 
72,669 II 
74,055 21 
52,467 09 



9288,644 31 



Miles 
Run. 



114,825 
746,627 
669,448 
703,384 
666,226 



2,790,609 



•3-5 



u 

13.76 I 

9,87; 

12,76 

10.63 

8.001 



10.34 
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(a.) 



Statement, showing {he Earnings for Express Freight 
and Extra Baggage, monthly y from October 1st, 1851, to 
September 30th, 1853, 



MONTH. 



EXPRKSS FrIIGHT. 



Extra Baogaok. 



Totals Uonthlt 



1861. 

October 

November 

December 

1862. 

January 

February 

March 

April 

May 

June 

July 

August 

September 

Totals 

1862. 

October 

November . . . . 
December 

1863. 

January 

February 

March 

April 

May 

June 

July 

August 

September.. .. 

Totals 



8,114 86 
2,967 60 
4,634 61 

2,989 67 
2,170 12 
2,786 37 
3,367 81 
4,203 55 
6,919 68 
5,155 99 
5,119 34 
6,426 61 



1,654 76 
971 93 
128 07 

214 46 
198 37 
410 31 
1,764 94 
2,704 81 
3,294 58 
2,947 34 
3,028 46 
3,760 44 



S 49,846 01 



S 21,063 46 



4,769 62 
3,939 53 
4,762 68 

3,204 03 
2,368 49 
3,196 68 
6,122 76 
6,908 36 

10,214 26 
8,103 83 
8,147 79 

10,177 06 



S 70,909 47 



6,729 68 
7,128 21 
7,600 23 

6,078 28 
4,486 60 
6,310 25 
6,703 20 
6,868 23 
7,608 25 
6,300 66 
6,562 08 
6,769 21 



S 74,043 78 



2,648 16 
1,543 47 
1,001 57 

662 83 
644 71 
1,069 49 
1,653 16 
2,406 70 
3,662 77 
1,629 41 
2,769 91 
2,632 68 



$21,904 85 



8,277 73 
8,671 68 
8,601 80 

6,681 11 
5,130 31 
7,879 74 
7,266 36 
8,274 93 
11,071 02 
6,930 07 
8,821 99 
9,401 89 



$95,948 68 
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(H.) 

The Beceipts from Passengers and Freight^ passing over 
the whole length of the Boad; passing between aU Way 
Stations and the Termini of the Road; and passing be- 
tween all Way Stations^ not including that going to or 
from the Termini^ are asfoUows: — 



FOR YEAR ENDING 
SEPT. 80, 1862. 

Passengers : 

Through, 

Between Way Stations 

and Termini, 

Between Way Stat'sonly 



Freight : 

Through, 

Between Way Stations 

and Termini, 

Between Way Stat's only 



FOR YEAR ENDING 

SEPT. 30, 1868. 
Passengers : 

Through, 

Between Way Stations 

andTeimini, 

Between Way Stat's only 

jpy eight : 

Through, 

Between Way Stations 

and Termini, 

Between Way Stat's only 

Total, 



Reoeipts. 



DOLLS. CTS. 

144,780 95 

137,710 64 
272,650 71 



66W92 30 



246,794 82 

268,190 
845,543 79 



849,528 62 



194,041 49 

160,078 99 
818,290 67 



666,411 15 



496,681 87 

278,448 88 
411,166 80 



1,186,295 05 



FIRST SIX MONTHS.y SECOND SIX MO's 



100 



Beoeipto. 



DOLLS. CTS. 

266,004 47 

186,801 29 
866,874 86 



817,180 62 



29 298,810 71 



80 
41 



100 



270,848 18 
898,572 48 



962,781 87 



29 



24 258,397 17 



47 



100 



280.250 9 



424,866 86 



963,518 12100 



41 419,988 82 

24 808,562 61 
35 544,897 60 



100 1,278,448 53 



o ,; 
ISO 



FOR WHOLE TEAR. 



Reoeipts. 



DOLLS. CTS. 

409,786 42 

828,011 98 
689,625 67 



100 1,372,272 92 



544,606 68 

528,588 20 
789,116 26 



100 1,812,269 99 



100 



474,291 68 

418,476 16 
788,166 68 



1,680,924 27 



916,669 69 

587,010 99 
966,062 90 



2,459,748 58 



100 

30 

29 
41 



100 



29 

26 
J5 

100 



100 
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(L.) 



Statement of Lumber shipped from the several Stationsy 
for the year ending September 30, 1853. 



Shippxd Prok. 



To Pier. 



'^h^''' ToElmira. 



To Cor- 
ning. 



To other Total 
Stations. Amounta. 



Dayton, 

Cattaraoffua,... 
LitUeYaUey,.- 
Great Yallejr, .. 

AUeganjr, 

Olean, 

Hinsdale, 

Cuba, 

Friendship, 

BeMdere, 

PhillipflVme, ... 

Sdo, I. 

Genesee, 

AndoTer, 

Alfred, 

Ahnond, — ..... 
Homellsrille, ... 

Canisteo, 

Cameron, 

Bathboneville, .. 

Addison^ . 

Planted Post, ... 

Coming, ... 

Slmira,--.. ---. 

Wellsburg, 

Chemung, 

Waverly, 

Barton, 

Smithboro, 

Tioga, 

Owego, 

Gampville, 

Union, 

Binghamton, 

Kirkwood, 

Great Bend, — 
Sosquehannai ... 

Deposit, 

HalesBddy 

Hancock, 

Bquinunk, 

Tl"%Ti1rinHj __...__ 

Gallicoon, 

Gochecton, 

Narrowsburg, ... 

Lackawaxen, 

SOiohola, 

Delaware, 



8a,280 
19,890 

iiiSi 

1,118,718 

700,081 

122,181 

826,619 

1,772,326 

998,665 

2,180,723 

2,876,021 

4,149,419 

33,807 



299,680 
1,020,173 

290^249 

1,696,467 

640,490 

1,716,697 

167,466 

20,000 

1,449,292 

210,384 

96,290 

1H688 
40,430 
166,000 
167,230 
116,577 

178^821 
10,760 



38,410 

6,930 

30,814 



Totals,.. 22,744,7n 



34,029 

ISfilb 

16,310 

l,0n,168 

1,897,964 

220,279 



762,470 
81,002 

128,620 
21,000 
31,306 



520,710 
28,149 



10,530 



701,117 
320,011 
683,605 
968,401 



797,683 
2,220,700 4,132;660 
863,412 

1X706 

1,826,404 

196,578 

l,27l",901 

38,480 

426,274 

53,631 

180^797 
68,190 



7,848 
18,130 

7,770 
1,648,810 
8,264,395 



40,937 
42,186 
101,041 



26,806 
82,455 



4,000 



9,760 
1,6441818 



247,493 
130,180 
483,919 



29,239 
667,594 



300,691 



4,000 



12,882,577 12,060,992 3,517,184 9,450,180 60,665,704 



351,004 

8b'400 
347,950 

42,048 
562,378 

18,182 



16,570 

17,087 

216,630 

465,854 



197,812 
720,676 

s^ieo 

55,277 

250,481 

1,739,151 

198,976 

21,494 
934,857 

86,376 

23,350 

42,640 

16,530 
212,320 

48,610 
163,682 

36,840 
553,870 
229,987 

18,731 
196,939 

58,570 
2,293 
212,272 
374,201 
607,842 
122,731 

14,400 
100,000 

48,926 



418,313 

19,890 

53,665 

874,271 

2,237,934 

4.816,211 

860,642 

325,619 

2,659,726 

1,329,136 

8,078,808 

4,987,718 

11,452,632 

905,067 

18,130 

7,770 

2,193,697 

6,999,242 

196,578 

298,409 

3,364,263 

9n,637 

3,983,063 

419,972 

20,000 

1,678,389 

1,295,886 

182,666 

23,850 

165,328 

65,960 

377,320 

859,069 

1,032,729 

67,932 

850,811 

261,747 

60,037 

196,939 

58,570 

2,293 

212,272 

933,321 

642,921 

153,546 

14,400 

100,000 

48,926 



Estimated amount of Lumber shipped from Sept. 30, 1852, to Jany. 1, 1853, 16,344,296 

45 Spars, 13,500 cubic feet, equal to (Board Measure) 135,000 

Amount of Lumber shipped for Company free, 6,098,718 

Total shipped, 81,233,718 

Amount of Shingles reported shipped on Freight, 4,737,000 

Do. do. do. for Company, free, 355,000 

5,092,000 
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Statzmznt or Locns tm hand at the following Stations, 
to be Aipped oter ike Boad ; the proportion destined for 
tie Hudmyn Bicer; and the probahU amount which wiU he 
ammuaUy skipped for a term of years. 



OTAllOSrai 



t^UaTuie 

Coch«e«lya 

CciUictMNi 

H^mkina . ^. .. . 
$to<kport 

IkvflkC B«ni«i . ^ . 

TntMi 

CampviUif 

Tloictk 

Ovro»«X 

V*;ikri»vrv»n 

Vi»Uv»vvr . V. V * 

^^<V' 






S 3 

4"! 



IVit^l 



70.000 

8,000 

±004}.OGO 

loOjXX^ 

90,000 

150.000 

400,000 

3,OOI>.<X)0 

r>o,oo(^ 

1.000,000 

:*o.ooo 

1.500,000 

3,lH.)0,000 

4,000,000 

75,000 

300.000 
2.260,000 
l.iKH),000 

50i>,000 
TAXH),000 
15AXX>.000 
5.500.000 
2.5(X),000 
1.550,000 

UX),000 

l^;SiMJ|)00 
illHJ.OOO 



200,000 
75,000 

8,000 
1.000,000 

60,000 
150,000 
400,000 
200,000 

60,000 

20,000 

800,000 

2,760,000 

8,000,000 

75,000 

800,000 

160,000 

160,000 

600,000 

4,600,000 

12,500,000 

4,500,000 

2,000,000 

1,000,000 

100,000 

1,600,000 

1,300,000 

226,000 









100,000 
1,014,000 
2,000,000 
8,000,000 

500,000 
6,000,000 

500,000 

200,000 
2,000,000 
2,200,000 
8,000,000 

200,000 
2,000,000 

6,000,000 

6,000,000 
12,000,000 

2,000,000 
500,000 

8,500,000 
10,000,000 

6,000,000 
25,000,000 
30,000,000 
14,000,000 

8,000,000 

5,500,000 

1,000,000 
r;nnnrirtftH 

l,000;000 4 I 



» 

Is 
I 



25,000 

500,000 

1,000,000 

600,000 
3,000,000 

150,000 

150,000 
1,500,000 
2,000,000 
8,000,000 

150,000 



4,500,000 

4,000,000 

9.000,000 

i;500.000 

500.000 

1,500.000 

1,500.000 

800.000 

15,000.000 

27,000.000 

lO.OOO.OOl) 

7.50»X»>v< 

4.5iX\»>Vt 

1AX»»>>> 



:^.t»4 
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(0.) 



OoHF ABisoN of the Rmmng Uxpenaes of the New York and 
Erie Ra/Uroady wUh ihoae of the previous year. 



Number of Passengers carried in Cars, . . 
Tons of Freight " " .. 

*' Passengers carried one mile, . . 

" Tons of Freight " " .. 

" Miles run by Passenger Engines, 

" " Freight 
Earnings from Passengers, Freight and) 

Mi^, during the year, ) 

Expenses of Running, Repairs of Stock,) 

Track, Buildings, Offices, Taxes, Damsr V 

ges. Superintendence & Contingencies, ) 

E3^>enses on per centage of Earnings, 

Earnings as aboye of the first quarter of the ) 

year, J 

Expenses as aboye (or 61.6 pr. ct. of earnings) 

Earnings fbr second quarter, 

Expenses for second quarter, (or 67.2 pr. ct. 

of earnings,) 

Expenses for the first half of the year, (or 

68.6 pr. ct. of earnings,) 

Earnings for third quarter, 

Expenses for third quarter, (or 68.7 pr. ct. 

of earnings,) 

Expenses for the first nine months, (or 68.6 

pr. ct of earnings,) 

Earnings for fourth quarter, 

Exj^nses for fourth quarter, (or 46.4 pr. ct. 

of earnings,) 

Expenses for the last half of the year, (or 

61.6 pr. ct. of earnings,) 



TBABS SNBIN& SEPT. 80. 



1862. 



864.830 

466.460 

81.179.664 

96.697.696 

1.062.424 

1.826.846 

8.171.864 38 



1.661.767 74 
62.4 



1868. 



1.164.487i 

631.089 

98.432.361 

101.626.622 

1.867.889 

1.476.880 

4.122.888 40 



2.269.011 68 

64.8 

1.010.241 17 

620.657 41 
846:940 26 

668.909 41 

1.089.666 82 

1.067.821 90 

626.662 78 

1.716.129 60 

1.197.836 08 

642.882 08 

1.169.444 86 
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OOUFABISON OF THE EXPEKSXS FEB MiLiB BtTK. 



Bepain of Track, Boildings & Taxes, pr. mile run by trains, 

" Engines, Cars and Shop Expenses, '' *' 
Expenses of Gyrating, Stations, Offices and Cont'g. " 



Total Cost, 



DETAILS OF THE ABOYE : 

Bepairs of Passenger Engines, per mile run by trains, 

c( t( Cars ** '' " 

Freight Engines, " " 

" «C Qg^^ it U U 

'' • Tools and Machinery of Machine Shops, " 

All other Expenses of Machine Shops 

Office Expenses and Stationery, .... per mile run by trains. 
Agents and Clerks, 

Labor loading and unloading Freight, " '' '' 

Porters, Watchmen and Switchmen, " " " 

Wood and Water Station attendance, " " '' 

Conductors, Baggage & Brakemen, Pass. Trains, " 

it « it Freight " " " 

Engine and Firemen, Pass. '' " " 

tt it Freight ** '* 

Fuel, per mile nm by trains. 

Oil and Waste, Passenger Engines, " '' '' 

tt tt Freight " " " ** 

" Passenger Cars, 

" " Freight ** " " ** 

Loss and Damage, Goods and Baggage, *' '' '* 
Persons, 
Property, 

General Superintendence, ** " " 

Contfaigencies,' " " " 



TSABB Xn>xxo 

SiPT.aa 



1862. 



OBVTS. 

12.40 
15.84 
41.81 



69.56 



10.0 
6.9 
7.8 
5.2 
1.0 
0.8 
1.2 
8.3 
8.7 
0.9 
0.2 
7.7 
7.3 
4.8 
6.0 

10.9 
2.8 
2.2 
1.1 
1.6 
1.6 
1.7 
0.2 
0.8 
0.8 



1858. 



OIVTS. 

16.28 
15.84 
48.12 



79.69 



8.6 
6.0 
8.0 
6.8 
0.9 
0.6 
1.4 
8.8 
4.8 
1.8 
0.8 
6.8 
8.0 
5.8 
6.8 
18.2 
2.1 
2.2 
1.0 
1.8 
1.6 
2.6 
0.8 
1.1 
1.7 
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(0.) 



CoMPABisoN per Passenger and Ton of Freight carried 
One MUe, 



Repairs of Road-bed, Track, Buildings and Taxes, . . . . 

" Engines, Cars, and Shop expenses, 

Operating, Stations, Offices, and Contingencies, 

Total Cost per Passenger and per Ton per Mile, 

DETAILS OP OPERATING. 

Office and Stationery, 

Agents and Clerks, 

Labor loading and unloading Freight, 

Porter, Watchmen, and Switchmen, ..... . 

Wood and Water Station attendance, 

Conductors, Bra&e and Baggagemen, Passenger Trains, 

Freight 

Engine and Firemen, Passenger Trains, 

'' Freight " 

Fuel, 

Oil and Waste, Passenger Engines, 

' " Freight ' '* 

" " Passenger Cars, 

" Freight " 

Loss and Damage, <^ds and Baggage, 

" Persons, 

" Property, 

General Superintendence, 

Contingencies, 



Tbabs Endiho 
Sbpt. 80. 



1862. 1868. 



GTS. 

0.166 
0.218 
0.654 



0.988 



0.017 
0.045 
0.093 
0.01^ 
0.008 
0.101 
0.100 
0.063 
0.082* 
0.148 
0.080 
0.081 
0.014 
0.022 
0.021 
0.028 
0.005 
0.012 
0.012 



GTS. 

0.230 
0.217 
0.681 



1.128 



0.014 
0.064 
0.124 
0.024 
0.004 
0.087 
0.117 
0.080 
0.100 
0.186 
0.029 
0.032 
0.014 
0.019 
0.021 
0.085 
0.005 
0.016 
0.024 
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(L.) 



Statement of Lumber on hand at the following Stationsy 
to be shipped over the Boad; the proportion destined for 
the Hudson River; and the probable amount which wiU be 
annually shipped for a term of years. 



STATIONS. 






OS 
cm 



^3 =S 

1 i 



T3 

O 



II 



OtiHvillfe , , 

Cochecton 

CalHcooD 

UAokms 

Stockport 

Sus(|iieh&aDei, ... 
Great Bend. ..... 

Kirkwood . . , . . , 

Unimi . , 

Carapville 

Tioga 

Bftrton 

Cheniimg . .. 

TfiTeHaburg. ...... 

Corning 

Painted Post. ... 

Addiaon 

Rathboncville . . . 
Cameron .... ... 

Canistteo , 

Horuellsvillo . ... 

Andovi^r 

Genesee. . ■. 

Scio , , . , .... . . . , 

Phillips ville 

Behiden? , . 

Friond.'?hip. .. ». . 

Cuba 

Olean. .... ... 

AUeghAny 

Dayton .... . 

Totjil 



600,000 

150,000 

70,000 

8,000 

2,000,000 

l50,tKX) 

90,000 

160,000 

400,00*) 

3,OtK>,000 

60,0Of> 

1^000,000 

:^,000 

1,600,000 

3,000,000 

4,000^000 

75,000 

300^000 

:;,25O,O00 

1,000,000 

6015,000 

7,000,000 

15,000,000 

5,500,000 

2,500,0(X> 

1,560,000 

100,000 

2.000,000 

1,300,000 

300,000 



:2O0,00O 
75,000 

8,000 
1,000.000 

«JU,000 
150,000 
400,^XfO 

200,or(n 

50,000 

20,000 

800,000 

2,750,000 

3,000,00^) 

76,000 

300,000 

150,000 

160,000 

500,000 

4,500,000 

12,500,000 

4,600,000 

2,000,000 

l,ooo,mx^ 

100,00rr' 
1,500,01 HI 

i,^oo,otw 

226,000 



100,000 
1,014,000 

:i;ooo,ooo 

3,000,000 
500,000 

6,000,000 
500,000 

200,000; 
2,000,000 

2.2ft0,000 

3,000,000 

200,000 

2,000,00(J 

0,000,000 

5,000;000 
12,000,000 

2,000,000 
500.000 

8,500,000 
10,000,000 

6,000,000 
25,O0O,fJOO 
30,000.000 
14,000,000 

8,000,000 

5,500,000 

i,ono,oo{j 

uornn\000 
:>,000.000 

1,000,000 



25,000 

600,000 

1,000,000 

500,000 
3X100,000 

150,000 

150,000 
1,600,000 
3,000,000 
3,000,000 

160,000 



4,500.000 
4,000,000 
9,000,000 
1,500,000 

600,000 
1,600,000 
1,600;000 

800,000 

i5,or^i,ooo 

27,000,000 

10,000,000; 

7,600,000 
4.500,000 
1,000,000 
26.0O0,CK)O 
2,800;0O0 
760,000 
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(B.) 



COMPABATIVB COBT PBB MiLE RUN BY TRAINS. 



Repa&s of Road Bed, 

Other expenses of Maintaining Road, . 

Repairs of Engines, 

" " Cars, 

Other Repairs of Mac^iinery , 



Office and Agents Expenses, 4.8 

Conductors, Baggage and Brakemen 4.1 

Engine and Firemen, 4.6 

Fuel, 17.3' 

Oil and Waste, for Engines, 1.6 

" Cars, 0.7 

Damages, Sup't and Contingencies, { 7.6 

Other Expenses, Porter, Loading, dtc., { 6.8 



N. Y. CENTRAL. 

1862. 



PASS. FR'OT. 



OISTS. 
10.3 

8.8 

7.8 
4.9 
1.9 



OKSTS. 
9.1 

3.6 

6.6 
6.2 
2.1 

4.0 
2.4 
3.8 

13.3 
1.1 
1.4 
4.6 

11.0 



N. T. * ERIE. 
1862. 



PASS. FR'GT. 



OSNTB. 
7.9 
4.6 

10.0 
6.9 
1.8 

4.6 
7.7 
4.8 
7.0 
2.0 
1.1 
8.9 
1.0 



OBRTS. 

7.9 
4.6 

7.8 

6.2 
1.8 

4.6 
7.8 
6.0 
14.1 
2.0 
1.6 
6.1 
7.8 
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(T.) 

STATEMENT 



ABTIGLES SHIPPED AND THE TOLLS RECEIVED AT THE 
CANAL OFFICES 



CheHaneo, Chemimg, aid fieneiee Talley Canali, 

wans THBT ABB UITBB8BCTBD BT THB HBW TOBK AVD BBU BAILBOAO. 



Statement ahovnng the Tons of (2,000 pounds^ each ar- 
tide ahipptd at each Office on the several Canals^ and 
the total Tons at each Offlce, during th^year 1852. 



articles. 



Products of the Forest : 

Fur and Peltry 

Boards and Scantling 

Shingles 

Timber 

Staves 

Wood 

Ashes (Pot and Pearl) 

AGRICULTURE : 

Products of Animals : 

Pork 

Cheese 

Butter 

Lard, Tallow, and Lard Oil. 

Wool 

Hides 

Vegetaide Food: 

Flour 

Wheat 

Com 

Barley 

Oats 

Bran and Ship Stuff 

Peas and Beans 

Potatoes 

AU other Products: 

Tobacco (unmanufactured) 

Clover and Grass Seed .... 

Manufactures : 

Domestic Spirits 

Leather 

Furniture 

Castings and Ironware . . . . , 

Domestic Woolens 

Domestic Salt 

Foreign Salt 



PLACES OF SHIPMENT. 



ch'mgo 

CANAL. 



CHEMUNO CANAL. 



GENESEE v'Y. 
CANAL. 



Bingh'n. Havana. H. Hds. Corning. D'sviUe* Oramel 



TONS. 

8 

3,466 

389 

63 

1,463 

1^210 



17 



26 
6 
6 

61 

118 

1 
8 



109 



19 

1 

28 

13 

Vl 

1 



TONS. 

10,421 

626 

826 

117 

2,912 

1 



77 
8 

18 



46,030 

1,844 

5,199 

186 



66 



76 
146 



42 
18 
10 



86,144 

2,446 

10,047 



266 



T0B8. 

1 

16,620 

937 

2,607 

963 

64 

82 



40 



2,614 
348 

"247 

'"7 
2 



13 



6 

43 

6 

1 



14,116 

644 

4,220 

1,194 

60 



64 

23 

10 

1 

26 
32 
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STATEMENT (T.) CONTIKUED. 



AETICLES. 


PLACES OP SHIPMENT. ] 


ch'ngo 

CANAL. 


CHEMUNG CANkL. 


GENESEE Y'Y. 
CANAL. 


Bingh'n. 


Havana. 


H.Hd8. 


Coming. 


D'STiUe. 


Oxamel 


Merchimdise: 
Sugar 


TONS. 

3 

1 

8 

1 


tons. 

"13 

183 
***59 


tons. 

'"18 
60 

"isi 

766 


tons. 

5 
16 

4 

1*8,719 


TONS. 
1 

. • • * 

***66 
*'9i5 


TONS. 

'"4 

1 

"12 


Molasses 


Nails, Spikes, &, Horse Shoes 

Iron and Steel, 

Flint, Enamel, Crockery, and 
Glassware 


All other Merchandise .... 

Other Articles: 
Stone, Lime, and Clay .... 
Gypsum 


2 

1,191 

175 

11,480 

487 


Mineral Coal 


Sundries 

Total.... 


20,411 


16,276 


64,641 


117,660 


26,380 '20,319 
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(T.) 

Statement showing the amount of Tolls received at each Of- 
fioe^ on the several Canals^ and the total Tolls received at 
ea<Ji Qfficej and on ea>ch Canal, dwing the year 1852. 



ARTICLES. 


PLACES OP SHIPMENT. 


ch'ngo 

CANAL. 


CHEMUNG CANAL. 


GENESEE v't. 
CANAL. 


Bingh'n. 


Hayana. 


H.Hd'B. 


Coming. 


Ds'vaie. 


Oramel 


BocUs. 
Toll at 2 cents 


DOLLS. 

1,130 


DOLLS. 

1,547 

22,745 

512 

762 

15 

28 

1 

""1 

116 

6 

11 

3 

"1 

'"1 

""2 
12 
14 

*"i9 
16 

"689 


DOLLS. 

2,231 

* *3 

1 

12,424 

512 

487 

32 

' '59 

""7 
65 

***32 

6 

11 

"**4 

2 

* "6 
949 


DOLLS. 

4,166 

31,661 

193 

1,658 

* **8 

""2 

"**6 
1 

'"24 

2 

2,974 
5 


DOLLS. 

884 

345 

28 

11 
2,845 

222 
1,132 

110 

54* 

* "3 
11 

"'92 

4,460 
284 
423 

""*1 

1 

8 

"12 
42 

" *3 

'*668 


DOLLS. 

1,119 
23 

6,*696^ 
178* 

1,640 
768 

7 

68 
6 

' 6 

1 

10 
8 

"2 

5 

* 7 

1 

**2 
186 


Toll on Packets 


Toll on Passengers 

Products of ihe Forest. 
Fur and Peltry 


74 

8 

1,202 

280 

21 

497 

15 

1 


Boards and Scantling 

Shingles 


Timber 


Staves 


Wood 


Ashes, (Pot & Pearl,) 

AGRICULTURE : 

Produa of Animals : 
Pork 


Cheese 


Butter 


4 

1 

4 

13 

18 


Lard, Tallow, and Lard Oil . 
Wool 


Hides 


Vegetable Food : 
Flour 


Wheat 


Barley 




Oats 


4 


Bran & ship stuff 

Peas and Beans . « . . .... 


Potatoes 




AUoaer Products: 
Tobacco (unmanufactured). 
Clover and Qrass Seed :.... 

Mmfufadwres : 
Domestic Spirits 


6 

1 

21 

7 

" '4 
6 

97 

7 

1,042 

260 


Leather ^ .. 

Furniture 


Castings &, Iron ware 

Domestic Woolens 

Domestic Salt 


Merchandize 


CHkerArUcUs: 

Stone, Lime and Clay 

Qypsum 


Mineral Coal 


Sundries 


Total Tolls.... 


4,713 


26,451 


16,831 


40,594 


11,536 


10,678 



} 
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(T.) 



The Nuhbeb of Tons of Merchandise, etc., going/rotn Tide- 
water in 1852, is as follows, viz : 



Prom. 


Merch'diae. 


Furniture. 


Other 
Articles. 


Total. 


New York 


131.877 

123.407 

140.306 

498 


16 
242 
176 

207 


9.702 

49.889 

64.642 

668 


141.694 

173.638 

206.022 

1.373 


Albany 


West Troy 


Schenestadv 


Total.... 


896.087 


639 


124.801 


621.627 



The Merchandise cleared as abovey was left on the several 
Canals in the following proportions^ viz : 



TONS. 

On the Erie Canal, 261.490 

" Champlain Canal, 30.284 

" Oswego Canal, 82.793 

" Cayuga and Seneca Canal, 8.479 

" Chemung Canal, 6.080 

" Crooked Lake Canal, 3.961 

" Chenango Cana^ 3.673 

" Genesee Valley Canal, 7.616 

" Black River Canal, 1.159 

" Oneida Lake Canal, 662 

Total 396,087 
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(T.) 



Statbuxnt of the ToUa collected at each Office on the New 
York State Canah, from 1837 to 1852, bath inditaive. 



TEARS. 


d 


i 


1 


1 


i 


1 


•| 




m 


i 


& 


i 


■s 


« 


«§ 


1837 


S2,286 


$7,770 


S10,809 


.... 


.... 


.... 




1888 


4,097 


7,964 


.... 


S13,887 


.... 






1889 


2,672 


9,116 


.... 


14,187 


.... 


.... 




1840 


2,721 


6,674 


.... 


14,696 


.... 






1841 


4,673 


7,664 


.... 


36,176 


.... 


.... 




1842 


3,651 


6,542 


.... 


29,924 


.... 


S6,218 




1848 


6,827 


8,948 


.... 


49,860 


.... 


8,898 




1844 


10,131 


12,607 


.... 


44,763 


.... 


16,810 




1846 


18,886 


16,182 


.... 


26,747 


S82,466 


18,606 




1846 


12,874 


11,679 


89,625 


.... 


28,610 


21,134 




1847 


11,698 


11,006 


48,176 


.... 


87,660 


26,686 




1848 


8,386 


11,868 


82,848 




81,818 


25,868 




1849 


6,642 


18,158 


26,896 




34,167 


26,742 




1850 


1,189 


11,876 


82,858 


. • • • 


64,060 


28,400 




1861 


6,116 


9,196 


32,782 


. • . . 


48,042 


16,768 


$n,i246 


1862 


4,717 


26,468 


16,881 


.... 


40,694 


11,680 


10,664 



1 
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(T.) 



Statement of the Tons of Property going from Tide-water^ 
the Merchandise ascending the Erie and Ghamplmn 
Canals from Tide-watery and the Merchandise left on the 
several GancUsy for a series of years: — 



TEAR. 


\ 


Aaeendinffthe 
Erie and Cham- 
plain Canals from 
Tide-water. 


LEFT ON THE SEVERAL CANALS 


1 


1 


K 


1826 

1827 


36,436 


81,467 














1828 

1829 

1830 

1881 

1882 


66,792 
62,621 
70,164 
86,946 


62,278 
47,368 
63,929 
77,930 
































1888 

1884 

1836 

1836 

1887 

1838 

1839 

1840 

1841 

1842 

1843 

1844 

1846 

1846 

1847 

1848 

1849 

1860 

1861 

1862 


119,468 
114,608 
128,910 
133,796 
122,180 
142,802 
142,036 
129,680 
162,716 
123,294 
143,696 
176,737 
196,000 
213,796 
288,267 
329,667 
816,660 
418,370 
467,961 
621,627 


98,848 
86,814 
106,866 
117,889 
86,814 
117,949 
124,676 
106,960 
132,841 
. 94,213 
118,686 
186,616 
144,742 
163,126 
216,186 
242,661 
236,836 
252,646 
349,230 
896,087 














1,799 
2,896 
2,318 
2,266 
2,167 
1,666 
2,222 
1,210 
1,847 
1,496 
4,886 
4,177 
6,734 
4,689 
6,986 
1,728 
2,887 










1,402 
2,469 
4,666 
3,709 
6,424 
3,082 
2,883 
8,697 
4,137 
4,666 
6,698 
11,176 
6,281 
2,849 
3,248 
3,673 


"1,216* 
3,288 
2,469 
2,866 
8,404 
4,686 
4;863 
6,867 
6,849 
6,831 
10,246 
6,688 
7,616 
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(T.) 



The Total Milbs Eun in ecuch year by all boats on the New 
York Canala^ is asfoUows : 



YEAR. 


PACKET. 


FREIGHT BOATS 


TOTAL MILEB. 


1887 


406,060 
400,260 
290,900 
268,888 
322,860 
354,800 
381,820 
427,740 
420,640 
414,340 
443,060 
542,300 
306,760 
848,475 
206,150 
71,726 


6,656,960 

6,126,800 

5,785,850 

6,952,300 

7,103,680 

6,173,200 

6,686,700 

7,841,750 

7,924,250 

9,065,450 

11,733,250 

9,683,860 

10,163,350 

10,718,100 

11,926,960 

12,306,960 


6,962,000 

6,627,050 

6,076,760 

6,212,180 

7,426,410 

6,627,600 

6,968,620 

8,269,490 

8,844,790 

9,479,790 

12,176,330 

10,176,160 

10,469,110 

11,061,676 

12,138,100 

.12,878,676 


1838 


1839 


1840 


1841. 


1842 


1843 


1844 


* 1846 


1846 


1847 


1848..- 


1840 


1856 


1861 

1852 
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